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Why Not Cut Out Damage Claims 


Please Y our Customers and Save Money 


ULL HO : Gea!!! 110000000 NEN 





H. & D. Corrugated Fibre Boxes 


Are Helping Thousands of Shippers to Gain Trade and 
Saving Them Money Besides 
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Railway sstatistics show that on H. & D. shipping cases are the 
commodities shipped in H.&D.  handsomest product of the box 
boxes there has been a handsome maker's art. Printed in colors on the 
decrease in the total of H. & D. presses, they 
loss and damage claims. | Our illustrated pack- afford the best possible 
There have been in- ing manual advertising. There is 
“How to Pack It” 


creases but only in lines neither noise nor litter 
FREE on request. 
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carried in other kinds when you pack or un- 
of packages, or in pack H. & D. boxes. 
ulk. The reason? Besides, they save in 
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H. & D. boxes are scientifically first cost, and in storage, handling - 
made. _ and packing. 
- The Hinde & Dauch Paper Company 
= Canadian Address, Toronto, Ont. SANDUSKY, OHIO 
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Leading Commercial and Traffic Organizations 


The National Industrial Traffic League. 
Object.—The object of this league is to 
interchange ideas concerning traffic mat- 
ters, to co-operate with the Interstate 
Commerce Commission, state railroad 
commissions and transportation compa- 
a. in promoting and securing better un- 
derstanding by the public and the state 
and national governments of the needs of 
traffic world; to secure proper legis- 
lation where deemed necessary, and the 
modification of present laws where con- 
sidered harmful to the free. interchange 
of apupeneres; with the view to advance 
fair dealing and to promote, conserve 
and protect the commercial and trans- 
portation interests. 


Headquarters—Tacoma Bldg., 5 North 
La Salle St., Chicago. 
Officers 
Sy Sa sos wdas. 6 Kale'e Wes awe President 


Manager Traffic Department, Cin- 
cinnati Chamber of Commerce and 
parents Exchange. 

WW. H. Chandler... ..2..02. Vice-President 
Manager Transportation Dept., Bos- 
ton — of Commerce. 

Oscar F., Bell......... Secretary-Treasurer 
T. M. Crane Co., 836 South Michi- 
oa Chicago, = 

DAM, A Fs vn nn 66 cde vecc Asst. Secretary 

BR North La Salle St., Chicago. 


Commercial Traffic Managers of Philadel- 
hia. Walter B. Grieves, Pres.; T. Noel 
utler, Secy., Philadelphia, Pa. 

National ~ ement and Vehicle Assocla- 

tion. . Evans, Freight Trf. Mgr. 
American Prust Bldg., Chicago, Il. 

Northern Pine Manufacturers’ Assoctia- 

tion, H. S. Childs, Secy., Minneapolis. 

Manufacturers’ Association, in charge of 

traffic of industries located at Sterling 
and Rock Falls, III 


WRCE SE ee a 6s Gas ducogen President 
re A. Sere Vice-President 
W.. J. Burleigh ...... Secretary-Treasurer 
» ie ek ere ...-Traffic Manager 


All correspondence relative to move- 
ment of traffic to or from Sterling and 
Rock Falls, Ill., should be addressed to 
the Traffic Manager, General Offices, 
Tawrence Ruilding, Sterling, IIL 








DIRECTORY OF ATTORNEY 


The Memphis Freight Bureau. L.. 'R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James s.’ Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated Industries, 
Central fe District. Knee- 
land Ball, Pres.; D. Eberly, Vice- 
Pres.;: B. T. Rath, Secy. and Traffic 
Director, Chicago. 

National League of Commission Merchants 
of the United ee John C. Scales, 
Pres.; Chicago, Ill; S. French, Busi- 
— Manager, 90 West Broadway, New 

or 


TRAFFIC CLUBS. 
Baitimore Traffic Club, H. R. 
Pres.; C. C. Kailer, Secy. 
Birmingham Traffic and Transportation 
Club. T. L. Hill, Pres.; J. W. Bryan, 


Secy. 

Brooklyn Traffic Club. E. C. Potter, Jr., 
Pres.; J. H. Branigan, Secy. 

Buffalo’ Transportation Club. J. H. Me- 
glemry, Pres.; Henry Adema, Secy. 

Chicago Traffic Club. F. L. Bateman, 
Pres.: W. H. Wharton, Secy. 

Chicago Transportation Association, A. D. 
Davis, Pres.; W. I. Chudleigh, Secy. 


Lewis, 


Cincinnati. eT iaffic Club of the Chamber - 


of Commerce. B. H. Stockman, chair- 
man; T. J. McLaughlin, Secy. 
Cleveland Traffic Club. J. W. Clark, 
Pres.; M. F. Doyle, Secy. 
Dallas Traffic Club, Mark Ford, Pres.; 
Cc. E. Hinds, Secy. 
Dayton, O.—Traffic Club of the Greater 
an agra Association. J., W. Cobey, 


Pres. ; G. Biechler, Secy. 

Denver Bomaaarotat Traffic Club. F. M. 
Andrews, Pres.; K. Flickinger, Secy. 
Detroit Transportation Club. Arthur 
Maedel, Pres.; J. M. Robinson, Secy. 
Erie Traffic Club. E. F. Smith, Pres.; 

M. W. Eismann, Secy. 
Fort ae Traffic Club. R. E. Lay, 


Pres.; R. Wilson, Secy. 

Freeport, sit eepaene Freeport Traffic 
Club. W. H. Jenner, Pres.; F. F. Pep- 
perdine, Secy. 

Grand Rapids Traffic Club. L. M. Mac- 
Pherson, Pres.; R. L. Byerly, Secy. 

Houston Traffic’ Club: R. H. Spencer, 
Pres.; F. A, Leffingwell, Secy. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


Indianapolis Transportation Club. Wil- 
liam Thorn, Pres.; L, E. Stone, Secy. 
ee acs ‘Traffic Club. R. H. May, 


Pres. wyer, Secy.-Treas. 

Kansas cit a, ie Rallroad Club. Wal- 

lace acGowan, Pres.; Claude Man- 

love, yay 

Kansas City Traffic re John W. Mc- 
Coy, Pres.; Alfred A. Wild, Secy. 

Lima Transportation Club. Lloyd P. Sher- 
rick, Pres.; D. L. Rupert, Secy.-Treas. 

Los Angeles ‘bog Association. C. A. 
Thurston, Pres.; H. C. Smith, Secy. 

Louisville Transportation Club. F. G. 
Maus, Pres.; S. J. McBride, Secy. 

Milwaukee Traffic Club. A. Murawsky, 
Pres.; F. T. Fultz, Secy. 

Minneapolis Traffic Club. L. H. Caswell, 
Pres.; J. E. Lindquist, Secy. 

Newark Traffic Club. Arthur Hamilton, 
Pres.; Roy S. Busby, Secy. 

— England Traffic Club, Boston. W. 

P. Libby, Pres.; C. A. Anderson, Secy. 

New York Traffic Club. Thomas A. 
Gantt, Pres.; C. A. Swope, Secy. 

Omaha Traffic Club. E. C. Wilbur, Pres.; 
Cc. D. Baline, Secy. 

Peoria Transportation Club. T. A. Grier, 
Pres. H. Gillig, Secy. 

Philadelphia Traffic Club. George J. Lin- 
coln, Pres.;.Don C. ge a Secy. 

Pittsburgh Traffic Club. J. . Townsend, 
Pres.: D. L. Wells, Secy. 
Portland Transportation Club. Blaine 
Hallock, Pres.; W. O. Roberts, Secy. 
Rockford Traffic Club. J. H. Miller, Pres. ; 
L. E. Golden, Secy. 

Salt Lake City Transportation Club. A. 
R. MeNitt, Pres.; R. E. Rowland, Secy. 

San Francisco Transportation Club. J. H. 
Handlon, Pres.; James G. — Secy. 

Seattle Transportation Club. W. H. Olin, 
Pres. C. Nessly, Secy.-Treas. 

Spokane ‘Wcesuerunian Club. V. G. 
Shinkle, Pres.: R. W. Franklin, Secy. 

St. Joseph Railroad Club. E. L. Speer, 
Pres.: A. T. West, Secy. 

St. Louis Traffic Club. H. M. Adams, 
Pres.; W. S. Crilly, Secy. 

Toledo Transportation Club. Joseph Gold- 
baum, Pres.;: Harry S. Fox, Secy. 

Topeka Traffic Association. J. F. Haskell, 
Pres.; Samuel E. Lux, Secy.-Treas. 

Washington Traffic Club. D. M. Fisher, 
Pres.: W. B. Peckham, Secy. 
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To The TRAFFIC MANAGER 
Who Must Keep UP TO THE MINUTE 


On Tariff Filings, Rejections, Suspensions, and the other Most Important 


Traffic Happenings 


Our Daily Traffic World and Traffic Bulletin Will Appeal 


LET US SEND SAMPLES 


THE TRAFFIC SERVICE BUREAU, 


CHICAGO 


As a Friend of THE TRAFFIC WORLD, please mention this paper In writing to attorneys. 
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More Work, Less Cost 
with Storage Battery 


Trucks and Tractors 


‘These trucks have revolutionized the handling of 
material at freight terminals, on wharves and 
docks and in industrial plants. Three times the 


work at one-tenth the cost is not an unusual record where 
storage battery industrial trucks and tractors have replaced 
hand trucks. 


Tractor hauling general merchandise from freight cars. The work done and the cost of that work, however, is largely 
Equipped with 30 cells MV-9 ‘* froncladsExid¢ ’’ Battery dependent upon the storage battery used. 


The “Tronclad=-Exide’”’ Battery 


is the highest development of the famous ‘* Bxjd¢’’ battery which for years has been the standard and most widely used bat- 
tery for electric vehicles. 


The ‘* fronclad=Exide’’ battery is built for continuous every-day service. . It seldom, if ever, requires cleaning, it gives a 
long life and is easily cared for. 


These are the industrial truck manufacturers who are using the ‘* Fronclad=Exide’’ Battery: 





Buda Co., Harvey, Ill. C. W. Hunt Co., bmg New Brighton, N. Y. 
Cowan Truck Co., Holyoke, Mass. Lansing Co., Lansing, Mich. 
Galion Dynamic Motor Truck Co., Caine, Gate Fceuty Mfg. Co., Chicago, Til. 
General Vehicle Co., Long Ialand City, N * 2 Orenstein, Arthur Koppel Co., Koppel, Pa. 
PHILADELPHIA, PA. 1916 : 
New York Chicago eyo land Denver Pittsburgh Rochester San Francisco Boston 
St. Louis Atlanta Washington Detroit Toronto 


987 





Unload Quickly and Economically — Avoid Congestion! 


With the “BROWN-PORTABLE” Unloader 
there is ‘(NO intermediate hand handling; NO 
trucking gang to cause confusion and waste 
time by empty return movements. Every dollar 
spent for operation produces results equal to 
two dollars or more spent on slow and unre- 
liable hand labor. 






Unloading Cement 


from Steamers on the Great Lakes of America or from 
Barges on the Rivers of Europe is done MORE ECO- 
} NOMICALLY in both time and labor by the “Brown- 
Portable” Profit-Producing Method than by ANY 
OTHER method in use on either side of the Atlantic. 


66 
Brown-Portable” Unloading Machines 
are used by the British and French Governments, by 
Municipalities, Steamship and Railroad Companies, In- 
dustrial Concerns, Mills, etc., throughout the world. 


If you Load—Unload—Convey Packages of any kind— 


“We Make the Machine to Fit the Job”’ Ads, tor Bymatio Ne. 50 
and. to produce profits for the user. Brown Portable Elevator Company *° Squib Age's ite" 








As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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Shipping Room Economy 


LARGE manufacturing concern recently told its patrons a few pointed facts through 
an item in its house organ. 


“In November and December our shipping department saved customers $126.48 by 
calling their attention to the possible economies in transportation charges by 
re-routing shipments. 

Records were also made of $283.22 that could have been saved to other customers 
had there been time to secure their instructions to use the express. 


It seems difficult for many shippers to realize the economy of express shipments 
under the rates now in force. . . . Frequently it would be cheaper, quicker and 


safer to ship goods by express.” 


Here is an object lesson for every user of transportation service: Express rates are 
low—far lower than is generally appreciated, 


Add to this all-important fact, the knowledge that express service means collection 
and delivery, a receipt for each shipment, insurance up to $50 without additional cost; 
that shipments travel in special cars, on special trains; that they are watched, guarded, 
expedited by trained men; that the records covering them are complete, and you have 
several definite reasons for shipping your goods by express. 


Are you discriminating about your transportation methods, Mr. Shipper? The nearest 


Wells Fargo man will be glad to give you expert information in regard to your indi- 
vidual problems. Ask him today. 


Wells Fargo & Co Express 
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As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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ADAMSON AND POMERENE BILL 
We are printing elsewhere in this number some 
correspondence between Francis B. James and 
Representative Adamson, chairman of the House 
Committee on Interstate and Foreign Commerce. 
We think it is convincing as to the attitude of Mr. 
Adamson toward the Pomerene bill-of-lading bill, 
that attitude being not only that he is opposed to 
the bill, but that he has been opposed to having 
it considered. The letters were written while Mr. 
James was trying to arrange for a hearing by the 
committee of a large delegation of business men in- 
terested in the bill who afterwards forced consid- 
eration from the committee by going to Mr. Adam- 
son’s office en masse. The letters we have previ- 
ously printed were written after this incident and 
were not important. They were written with the 
expectation that they were to be published. Mr. 
Adamson was trying to vindicate himself, and Mr. 
James, while not backing down on anything, still 
was not asserting himself as vigorously as before, 
for the reason, no doubt, that he wished, in the in- 
terest of the bill, not to incur Mr. Adamson’s fur- 
ther animosity. Mr. Adamson, in the letters now 


@published, not only shows his opposition to the ° 


measure and to fair consideration of it, but he is 
surly, illogical, inconsistent and childishly petulant. 
“We can’t do everything all at once,” isn’t much 
of a reason for four years’ failure even to hear the 
men interested in a measure before the committee. 






DO FIGURES EVER LIE? 


Figures are curious things. They may prove any- 
thing or nothing. In “Railway Statistics of the 





THE TRAFFIC WORLD 





989 


United States” for the year ending June 30, 1915, 
prepared by the Bureau of Railway News and Sta- 
tistics, there is a table giving a summary of rail- 
way mileage in the United States by states (Com- 
mission’s figures for 1914) and its relation to area 
and population. The bureau explains that wherever 
the ratio of miles of line per one hundred square 
miles of territory falls below ten, there is presump- 
tive need for more railways, and wherever the pop- 
ulation per mile of line falls below three hundred, 
transportion facilities have been provided in ad- 
vance of traffic. 

But in the case of Arizona, for instance, the table 
shows a ratio of two miles of line per one hundred 
square miles of territory. It also shows that the 
population per mile of line is one hundred and four. 
Thus, the figures show the anomaly that in Arizona 
there is presumptive need for more railways and at 
the same time that transportation facilities have 
been provided in advance of the need. The same 
thing is true in varying degreeS of the figures given 
for Colorado, Florida, Idaho, Montana, Nebraska, 
Nevada, New Mexico, North Dakota, Oregon, South 
Dakota, Texas, Utah, Washington and Wyoming. 

Of course, this ratio of miles of railroad to area 
is given only as “presumptive”. evidence of need for 
more railways, and there may be some explanation 
for the antics of the figures. But the statistics, as 
presented, are a bit perplexing. 


SIMPLIFICATION OF TARIFFS 

There have been several communications from 
subscribers in THE TRaFrric Wor LD recently advo- 
cating the simplification of railroad freight tariffs. 
We hope there may be more advocates and that 
their campaign may bear fruit. For of all the 
difficult things to read and understand there are 
few that “have anything on” some of these tariffs. 
The man who can figure them out and be sure of 
his work could get a job decipering the cuneiform 
inscriptions. 

We are reminded in this connection of a recent 
article by George Fitch in Collier’s Weekly, in the 
course of which, discussing the complexity of 
freight traffic problems, he said: 

“When a citizen wishes to ship himself to an- 
other town he steps up to the ticket window and 
buys a small slip of pasteboard costing two or 
three cents a mile. But when he wants to ship a 
case of tomato catchup he goes to the station agent 
and asks for the rate. Then the station agent 
sends for the derrick crew and they lower a half- 
ton book from the top of the safe, after which 
the agent looks up the rate on tomato catchup, 
without benzoate of soda, shipped in pint bottles 
with fancy labels in a pine box, unpainted, by a 
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middle-aged man with medium whiskers, who 
owns an automobile and votes the progressive 
ticket. 
time, and discovers that the tomato catchup, if 
packed by a brunette, takes the classification E in 
second zone, raised to the nth power and multi- 
plied by the logarithm .9876—amounting to 23 
cents. Thus it will be readily seen that a freight 
rate is no such simple thing as a passenger rate. 
Thousands of learned’ men are constantly busy 
planning and erecting new freight rates and classi- 
fications, and the science has now been perfected 
to a point where the ordinary citizen couldn’t fig- 
ure out the rate on a keg of nails for forty miles 
before the nails got stale. Undoubtedly the reason 
why the ancients did not have railroads was be- 
cause the science of mathematics was not yet suffi- 
ciently perfected to produce freight rates. Freight 
rates are based partly upon weight, partly upon 
distance, partly upon the amount of money the 
shipper has, and partly upon the parallax of Alpha 
Centauri. This makes their adjustment a very 
complicated problem.” 

We might add to the suggestions that have al- 
ready been made in the interest of simplification 
and intelligibility, that perhaps no one thing would 
be more efficacious than to have these tariffs—at 
least the more complicated ones—written by per- 
sons who understand the use of the English lan- 
guage. - Tariffs that are already ponderously com- 
plicated because of their very nature under the 
methods of construction in vogue, are rendered 
still more difficult to understand by verbs without 
subjects, subjects without verbs, and pronouns 
with antecedents so uncertain as to approach the 
scandalous, the whole sprinkled generously and in- 
discriminately with meaningless punctuation 
marks, apparently used on the theory that there 
were plenty of them at hand and some of them 
ought to be used. These complexities and uncer- 
tainties not only mean annoyance to those who 
have to deal with them, but they are a source of 
positive financial loss. We can think of nothing 
that would contribute more to the pleasure of liv- 
ing than a correction of this situation. 


As a case in point, without expressing any 
opinion as to the merits of the argument as specifi- 
cally applied, we might cite the following from 
the statement made by counsel for Swift & Com- 
pany in regard to the recent verdict of a jury in 
Federal court, finding that company guilty of faise 
billing and charging illegal rates: . “The tariffs 
were voluminous and complex and there was con- 
flict between the experts called by the government 
and by the defendants as to their meaning and ap- 
plication. The jurors, none of whom had had any 
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experience in matters of tariff interpretation or 


application, were called upon, in giving their ver- [ 


dict, to determine which of the rates was lawfully 
applicable, and the fact that the jury disagreed 
with leading railroad experts in their interpreta- 
tion and application of the tariffs is not by any 
means ‘conclusive that the Swift company was 
guilty of intentionally obtaining a concession.” 


CALIFORNIA PRECOOLING CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

All possibility of reparation in cases in which the Com- 
mission orders “complete” or “general readjustment” of 
rates or charges was apparently destroyed May 12 in a 
report by Commissioner Daniels in the California Pre- 
cooling case, even if readjustment does give increased car 
earnings. 


and the operative date of the order. It is believed to be 
a signal victory for the carriers which will cover other 
big claims for reparation. 


SUFFICIENT NOTICE OF CLAIM 


A telegraph message is sufficient notice of a claim for ; 


loss or damage, under the bill of lading covering inter- 
state shipments. A railroad company is bound by the 


receipt of such message because, in the opinion of the F 
Supreme Court of the United States, it is “notice in writ- 
ing” within the meaning of the words as used in the bill | 


of lading. 
That construction was announced May 8, in an opinion 


written by Justice Hughes in the appeal of the Georgia, 7 


Florida & Alabama against the Blish Milling Co., from 
the Georgia Court of Appeals. 


Another point in the case is that the bill of lading | 
governs until the goods covered by it have been delivered. | 
That, of course, is a mere reiteration of the rule in the 


Dettlebach and Prescott cases. 


The Blish company sent flour from its mill at Seymour, | 


The claim for reparation was dismissed as to 
all features, with special emphasis against the claim for ‘ 
reparation on shipments between the date of the decision © 


Ind., to Bainbridge, Ga., on an “order notify” bill of lad | 
ing, a wholesale grocery company at Bainbridge being | 


the intended consignee. 
into another car. 


En route the flour was loaded © 
Without requiring the surrender of the — 


bill of lading, the railroad company set the flour on the 


grocer’s track and he began unloading. Before the un 
loading was completed it was discovered that the flour 
was wet. Telegraphic correspondence ensued, but no 
agreement was reached. The railroad sold the flour and 
the milling company sued in the state courts. They gave 


aoe 


judgment for $1,080. On appeal the railroad company said | 


it had never been notified of any claim for loss and dam- 


*-age, contending that the telegrams were not “notice iD 


writing.” 


The Supreme Court affirmed the judgment, but not for © 
It held that § 


the reasons given by the Georgia courts. 
giving notice is a “practical matter,” and that a telegram, 
usually, is more pointed than a letter; that the object of 
the bill of lading was merely to safeguard the interests 
of the parties to it. The court could not see the value 
of a contention based on the agreed facts. The railroad 
misdelivered the flour, in the first instance, if any delivery 
was effected, and then ignored the telegraphic notice that 
it would be held for the damage resulting from the wettins 
of the flour. 
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Current Topics 
in Washington 





Notice of Claim in Writing.—It 
would seem almost inconceivable to 
a layman that anyone could seriously 
contend that a telegram was not a 
“notice in writing” that the shipper 
claimed damages on account of the 
wetting of flour while in transit, 
within the meaning of the language 
of the bill of lading. Yet it took a 
decision of the U. S. Supreme Court 
to establish that, as a proposition of 
law, a message of that kind is notice in writing and there- 
fore a compliance with the terms of the bill of lading. 
Associate Justice Hughes remarked in the Blish case that 
it was a “practical method of meeting a practical ex- 
igency.” His whole thought on the subject was that there 
is no particular form to be followed in telling a railroad 
company that it is expected to pay for the neglect of its 
servants either in handling the goods or in keeping its 
equipment in shape so that it may safely transport prop- 
erty. It is regarded as an opinion that will cut away 
some of the hard conditions that have been woven around 
claims for damages. Those who have noted the tendency 
of the Commission to become more strict and formal 
with respect to claims for reparation and the stopping 
of the running of the statute of limitations are inclined 
to lay this decision of the Supreme Court down alongside 
orders by the Commission to see how they compare in 
size, shape and form. Nearly every shipper who has had 
much to do with the Commission is inclined to the belief 
that that body is making it harder than ever for shippers 
to get reparation or toll the statute of limitations with 
regard to shipments, on rates they think are unjust and 
unreasonable. 








Railroad Activity in Politics—What good is it going to 
do the shippers, the railroads or the Commission to fight 
over the question as to whether President Smith of the 
Louisville & Nashville should answer the questions pro- 
pounded to him by Chief Counsel Folk? More than one 
man who has business about the offices of the Commis- 
sion has asked that question. What if the railroad com- 
pany did engage in the political fights in Kentucky, Ten- 
nessee, Georgia and Alabama? There are a good many 
people who do not subscribe to the proposition that be- 
cause a corporation has been successful, the men who 
have their money invested therein are deprived of their 
right to do what they can toward shaping the policies 
of the public servants. That is all engaging in politics is. 
More than one man who has thought on the question of 
railroad activities in politics has been driven to the con- 
clusion that all the evils to be found in such activities 
are those which arise from secrecy and false pretense. 
The Pennsylvania and other big systems have openly 
fought legislation in the last few years. In other times 
they have been accused of secret fighting. Perhaps that 
is the kind the Louisville & Nashville did when it made 
the contributions about which Mr. Folk desired Mr. Smith 
io testify. If the officers of a railroad company do not 
fight to prevent action which they think inimical to the 
property they are managing, who is to do it? it may be 
asked. Anyone who has ever-had any experience with 
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a state legislature knows that for every railroad lobbyist 
willing to spend money corruptly, there are two or three 
lawmakers ready to help him dissipate company funds. 
Men form corporations to carry on _ business so 
as to avoid the risks incident to ordinary partnerships. 
As individuals they have a right to engage in political 
fights, if it is not their duty to do so. As individuals, the 
stockholders of a railroad company could not build a rail- 
road. Could each man, as an individual, give the time 
necessary to protect his comparatively small investment 
in a given railroad? 





The Isaac Joseph Iron Case.—Soon the Isaac Joseph 
Iron case will be before the Commission again. The time 
for filing reply briefs will expire May 20. In the mean- 
time the Federal court at Cincinnati, in which a suit was 
filed for the reparation the Commission said was due the 
iron company, has nothing to act on because the Com- 
mission, after the lapsing of the sixty days allowed by 
it for the payment of the reparation therein decreed, set 
aside its order, as it had a right to do. It set it aside 
so as to allow argument on the subject on the repre- 
sentation of the Southern Pacific that thousands of rates 
such as the Commission condemned in that case will 
have to fall if the Commission does not use its reverse 
lever. The Commission, without doubt, is of the opinion 
that it acted wisely when it set aside its order, but if it 
had allowed it to stand, a judicial determination of the 
law question involved would have been certain. In its 
final analysis the question is as to whether a railroad, in 
effect, can suspend the part of the fourth section which 
condemns a through rate in excess of the intermediates, 
by saying that to points to which through rates have 
been made the proportionals shall not apply. Commis- 
sioner Clark, who wrote the original report, said he gave 
the question a great deal of consideration and was firm 
in his conviction that such a limitation in the tariffs was 
not only in violation of the rule of the Commission, but 
also of the law itself. A shipper could not tell, in look- 
ing at the tariff carrying the proportional he desired to 
use, whether there was a through rate to the point to 
which he desired to ship. If the Commission had only 
stood pat, the courts would have passed on the point and 
the controversy would have been at an end. Now, if 
the Commission reverses itself, the shippers, to make 
sure combinations of intermediates making less than a 
through rate shall apply, must go again to Congress. 





Extravagances of Regulation.—President Smith of the 
Louisville & Nashville said that if the constant attempts 
at further regulation of railroads did not stop soon, the 
time would come when the railroads would not be worth 
anything to their present owners. He said the govern- 
ment was spending millions and the carriers still more 
millions in carrying out the laws already on the books. 
In doing that, it has been suggested, he was but con- 
firming or corroborating a suspicion that a good many 
persons not so well informed as to the cost of regulating 
corporations have held. A suggestion on the other side 
is that it is not the regulation that is hurtful, but the 
passion for going into things that, even if changed, will 
be of no importance and hardly worth the cost of making 
the change. For illustration, attention is directed to the 
changes resulting from the enforcement of the so-called 
Cummins amendment, which, according to the way the 
dispute appears to have been finally settled, should be 
credited to Representative Henry of Texas and not to the 
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senator from Iowa. The same sort of observation, it is 
believed, might be justly made in respect to the Brandeis 
suggestions made in the Five Per Cent case. The Henry 
amendment and the Brandeis suggestions, first and last, 
probably cost the government, the shippers and the rail- 
roads at least a million dollars, from which probably not 
ten cents worth of real benefit has been derived unless 
it be considered worth more than ten cents to know that 
most of the Brandeis suggestions were worth nothing. 
It makes no difference who paid the bills, the money 
comes out of the pockets of the American people and the 
sum makes for increases in freight rates. 





Confusion in the New Shipping Bill—If Congress 
passes the Alexander shipping bill, H. R. 15455, intro- 
duced May 8, as the administration shipping bill, a fine 
opportunity will be created for conflicts between the 
Shipping Board therein proposed and the Interstate Com- 
merce Commission. By the terms of the act creating it 
the Shipping Board will have jurisdiction over interstate 
commerce carriers by water, in addition to creating, main- 
taining and operating an American merchant marine 
during and for five years after the close of the European 
war. There is no limit on the jurisdiction of the board. 
Suppose, it is suggested, that it has regulated an inter- 
state commerce carrier by water and the Interstate Com- 
merce Commission desires to hook that carrier up with 
a railroad to form a through route. The board will have 
authority to prescribe the port-to-port rates. The Inter- 
state Commerce Commission will have authority to pre- 
scribe the through rates. Then suppose a question as to 
a through rate being in excess of the aggregate of in- 
termediates comes up, one of the factors being a port-to- 
port rate under the jurisdiction of the board. Will it 
be possiible for the Commission to enforce that part of 
the fourth section forbidding such an excess by com- 
pelling a reduction to the sum of the intermediates? Will 
it be possible for the water carrier to say that the port- 
to-port rate is not a voluntary one, having been estab- 
lished by the board, and therefore not to be taken as 
the measure of a rate it would voluntarily establish? 
Inasmuch as Congress, by means of the Panama Canal 
act, has apparently sought thoroughly to articulate the 
land and water systems of transportation, somebody might 
suggest that the answer to the foregoing questions would 
be the conferring of jurisdiction over water carriers on 
the Interstate Commerce Commission, leaving the pro- 
posed board to the performance of the task of re-estab- 
lishing an American merchant marine and to the Inter- 
state Commission the regulation of transportation, whether 
by water or by rail or by a combination of the two. That, 
it would seem, would be much better than two bodies 
regulating the two kinds of transportation which Con- 
gress has heretofore sought to join. A. E. H. 


CONSIDERATION POSTPONED 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
At the suggestion of Representative Mann, minority 
leader, Chairman Adamson of the House committee on 
interstate and foreign commerce, on May 4, consented to a 
postponement of consideration of the Newlands resolu- 
tion, providing for an inquiry into the general subject of 
railroad regulation and government ownership to the next 
“unanimous consent calendar day” in the House. At the 
same time he consented to a like postponement of consid- 
eration of the bill amending section 20 of the Act to regu- 
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late commerce, which, if passed, would confer authority 
on the Commission to require the production of letters such 
as the L. & N. declined to give the Commission when it 
made its inquiry into the issuance of passes and political 
activities of that carrier. No reasons were assigned by 
either Mr. Mann or Mr. Adamson for postponing con- 
sideration. 

The Senate committee on interstate commerce did not, 
as expected, order a favorable report on the Adamson 
bill increasing the number of Commissioners, either on 
May 5 or on the succeeding day. Consideration was cut 
short on May 5, so another meeting was held on the 
following day, but without action. 


Senators Newlands and Underwood are credited with 
opposition that has prevented, thus far, the report that 
was expected on May 5. They are said to oppose action 
before the House has adopted the Newlands resolution 
providing. for a congressional investigation of railroad 
regulation. 

Senator Poindexter, however, is the man who is really 
believed to be holding up the measure. He offered as 
an amendment the Rayburn bill giving the Commission 
control over the issuance of securities and he expects 
action on his proposition before any report is made on 
the bill. é : 

The President, as before reported in The Traffic World, 
favors the passage of the bill providing for nine Com- 
missioners and the increase in the salary of Secretary 
McGinty, notwithstand that the Newlands resolution is 
supposed to hold up every kind of legislation calling for 
the further regulation of interstate commerce. He has 
allowed his opinion to become well known among the men 
who are handling the two matters of legislation. 


There is a suspicion that the embargo in the House 
on the Newlands resolution is due, in part, at least, to 
the failure of the Senate to act on the Adamson Dill. 
The suspicion is that unless the Adamson bill is passed 
by the Senate, without material amendment, the New- 
lands resolution will not be acted upon in the House. 
Such things have been known to happen in legislative 
history. In fact, veterans acquainted with legislation 
have known congressmen, both senators and representa- 
tives, to play at the game “you kill my dog, I’ll kill your 
cat.” Observance of such a rule would require Senator 
Newlands, chairman of the Senate committee, to observe 
to Chairman Adamson of the House committee, “Well, 
I am waiting for you to adopt the Newlands resolution.” 
To such an observation it would be natural for the 
Georgian to retort, “You first, my dear senator. When 
the Adamson bill has been passed, why there will be no 
further postponement of the Newlands resolution.” 


REOPENING OF PANAMA CANAL 


(Commerce Reports.) 


After being closed to traffic for seven* months, the 
Panama Canal was reopened on April 15, fifteen ships 
making the transit on that date; on April 16, ten vessels, 
and on April 17, eight vessels made the passage, among 
the last-mentioned being the San Juan. This was the 
initial trip of the San Juan through the canal and the first 
Pacific Mail ship to use the waterway. The deepest draft 
of the vessels making the transit during these days, states 
the Panama Canal Record in its April 19 issue, was 28.3 
feet. No unusual incidents marked the reopening of the 
canal. 
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Decisions of Interstate Commerce Commission 


OLD STEEL RAILS AND SCRAP IRON 


CASE NO. 7632 (38 I. C. C., 719-720) 
JOSEPH JOSEPH BROTHERS & CO. VS. MAINE CEN- 
TRAL RAILROAD CO. ET AL. 

Submitted Jan, 13, 1916. Opinion No. 3583. 


Complaint attacks rates on old steel rails and scrap iron from 
various points in Maine and New Hampshire to points in 
Pennsylvania, No one familiar with the facts appeared at 
the hearing; Held, That the evidence offered is incompe- 
tent and complaint dismissed. 





H. C. Barnes and C. E. Cotterill for complainant; S. S. Perry 
for Maine Central R. R. Co., Boston & Maine R. R., New York, 
a A a gat & Hartford R. R. Co. and Central New England 
Ry. Co. 


BY THE COMMISSION: 


Complainant is a corporation engaged in buying and 
selling scrap iron and steel, with its principal place of 
business at Cincinnati, O. By complaint, filed Dec. 26, 
1914, it alleges that the rates charged by defendants 
for the transportation of 60 carloads of old steel rails 
and 3 carloads of scrap iron shipped from Portland, Me., 
and other points in the same general territory’in Maine 
and New Hampshire to Coatesville, Lebanon, Danville and 
Newberry, Pa., between Feb. 18, 1911, and Dec. 18, 1911, 
were unreasonable. Reparation is asked. Claim was pre- 
sented to the Commission informally on Nov. 23, 1912. 

This case was originally set for hearing at Cincinnati, 
Sept. 8, 1915. Complainant’s attorney appeared and stated 
that no testimony would be introduced, as the parties 
had entered into a stipulation of facts which would be 
submitted within a few days. The stipulation was. not 
received by the Commission within a reasonable time, and 
the case was again sét for hearing, at complainant’s re- 
quest. 

Complainant was represented only by counsel who had 
no personal knowledge of the facts upcn which the com- 
plaint was based or of whether or not complainant had 
actually paid and borne the freight charges on the ship- 
ments involved. 

The present rates are satisfactory to complainant and 
its only remaining concern is reparation. Complainant 
offered no evidence to support its claim, relying upon 
defendants’ admission in an application filed by them for 
permission to make refund on the informal docket that 
the rates charged were unreasonable, and upon the facts 
contained in papers forming a part of the informal docket, 
including data relative to the shipments involved and 
the rates applicable thereto, receipted freight bills, a state- 
ment of the grounds upon which permission was sought 
to make reparation, etc. These papers were introduced 
a io record by complainant without objection by de- 
endants. 

But four of the seven defendants named filed answers to 
the formal complaint. Three of the responding defendants 
deny that the rates assailed were unreasonable and urged 
upon hearing that, notwithstanding their admissions for 
the purposes of the informal proceedings, the complain- 
ant is under the burden of proving the rates assailed to 





We agree with this contention and find 
The complaint 


be unreasonable. 
that the evidence offered is incompetent. 
therefore must be dismissed. 


STONE PAVING BLOCKS . 


The Commission has dismissed No. 8036, Pacific Bridge 
Co. vs. Spokane, Seattle & Portland, Opinion No. 3589, 
38 I. C. C., 732, holding that the rate charged on stone 
paving blocks from Wahkiakus, Wash., to Portland, Ore., 
had not been shown to be either unreasonable or unjustly 
discriminatory. 


ROUTING OF WATERMELONS 


In No. 7620, Gamble-Robinson Co. vs. Chicago & Eastern 
Illinois et al., Opinion No. 3594, 38 I. C. C., 740-741, the 
Commission has entered an order of dismissal holding 
that a carload of watermelons shipped from Halcomb, Mo., 
to Marshall, Minn., had not been misrouted. 


COMPLAINT DISMISSED 


The Commission, in a report by Mr. Hall, has dismissed 
No. 7910, West Lumber Co. vs. Missouri, Kansas & Texas 
Ry. Co. of Texas et al., Opinion No. 3596, 38 I. C. C., 746, 
the holding being that, inasmuch as the defendants have 
agreed to publish the rates desired by the complainants, 
the ground of complaint has been removed. The allega- 
tion was that rates on lumber from Westville and Onataska, 
Tex., to points in Oklahoma were unreasonable and unduly 
prejudicial. At the hearing the defendants agreed to pub- 
lish the rates desired by the complainants and the prom- 
ise has been carried out. 


THROUGH ROUTES ON COAL 


CASES NO. 6917 AND SUB-NOS. 1 TO 8 
(39 I. C. C., 94-117) 
HAYDEN BROS. COAL CORPORATION ET AL. VS. 
DENVER & SALT LAKE RAILROAD CO. ET AL. 
Submitted Jan. 13, 1915. Opinion No. 3599. 


Through routes and joint rates on soft coal in carloads estab- 
lished from Oak Hills, Colo., and points taking the same 
rates, to stations in Kansas, Nebraska, Missouri, Iowa and 
South Dakota, on the Atchison, Topeka & Santa Fe Ry., 
the Missouri Pacific Ry., the Chicago & Northwestern Ry., 
and the Chicago, St. Paul, Minneapolis & Omaha Ry. Sec- 
tion 15 of the act precludes the establishment of through 
routes and joint rates via the Union Pacific R. R. from 
Oak Hills to stations on the Missouri Pacific Ry. in Kansas 
south of Kanopolis, Kan. 








Carle Whitehead and A. L. Vog) for complainants; C. C. 
Wright and R. H. Widdicombe for Chicago & Northwestern Ry. 
Co. and Chicago, St. Paul, Minneapolis & Omaha Ry. Co.; N. 
H. Loomis and H. A. Scandrett for Union Pacific R. R. Co.; 
Robert Dunlap, T. J. Norton, J. J. Coleman and J. L. Coleman 
for Atchison, Topeka & Santa Fe Ry. Co.; H. G. Herbel and F. 
G. Wright for Missouri Pacific Ry. Co.: W. A. Holley for Chi- 
cago, Burlington & Quincy R. R. Co.; Tyson Dines, Jr., for Den- 
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ver & Salt Lake R. R. Co.; Caldwell Yeaman for Union Coal & 
Coke Co. and other interveners. 


DANIELS, Commissioner: ¢ 


The complainants, the Hayden Bros. Coal Corporation, 
the Moffat Coal Co., the Routt County Fuel Co. and the 
Yampa Valley Coal Co., own and operate coal mines, all 
of which are located within six miles of Oak Hills, Routt 
County, Colo., on the Denver & Salt Lake Railroad, here- 
inafter called the Moffat road. By complaints, filed in 
May and June, 1914, complainants ask for the establish- 
ment of through routes and reasonable joint rates on 
soft coal in carloads from the complainants’ mines to con- 
suming points in Kansas, Nebraska, Missouri, Iowa and 
South Dakota, on the Atchison, Topeka & Santa Fe Rail- 
way, hereinafter called the Santa Fe, the Missouri Pa- 
cific Railway, the Chicago & Northwestern Railway and the 
Chicago, St. Paul, Minneapolis & Omaha Railway, herein- 
after called the Omaha. The complainants allege that the de- 
fendants’ failure to establish through routes and joint 
rates is in violation of sections 1 and 3 of the Act to regu- 
late commerce. In addition to the main complaint there 
are eight subcomplaints, in each of which complainants 
ask for the establishment of through routes and joint 
rates to certain specified destinations on the defendants’ 
lines. 


There are a number of coal-producing districts in Colo- 
rado and Wyoming from which coal is shipped in large 
quantities to points in Kansas, Nebraska and neighboring 
states. Moreover, coal is shipped into this territory from 
Oklahoma, Arkansas, southwestern Missouri, Illinois and 
from eastern fields via the great lakes. This results in 
a tendency toward an overproduction of coal as regards 
this general region. Every carload which moves into 
this consuming territory from one district almost of neces- 
sity displaces a carload of coal from a competing district, 
so that not only is there severe competition in these mar- 
kets between the various producers but between the car- 
riers as well, for in most instances the different coal 
fields are served by different railroads. 

The coal mined by the complainants is a high-grade 
bituminous variety similar to that produced in the Walsen- 
burg district, the Trinidad district, the Rockvale district, 
at Rock Springs, Wyo., and in the South Canon and 
Palisade districts on the Colorado Midland Railway. The 
complainants’ mines have been worked for only a few 
years, yet while the quantity of coal produced in Routt 
County is small compared with the production in some 
of the older fields, the complainants’ coal has made a 
favorable impression in the markets and their output has 
increased rapidly. One of the complainants has recently 
opened a new mine with a capacity of 2,000 tons daily, 
while several other mines have recently been opened a 
short distance west of Oak Hills, on the Moffat road. 
The complainants could increase their output materially 
if they could find buyers for their coal, but they are 
unable to reach a large part of the territory in question 
because of the relatively high transportation rates which 
they are obliged to pay. 

Twenty-two coal companies operating in the Walsenburg 
and Trinidad districts have intervened in opposition to 
the complaint. They frankly state that their interest in 
this proceeding jis due principally to the fact that a 
widening of the complainants’ markets would probably 
restrict somewhat the sales of Walsenburg and Trinidad 
coal in this territory. 


In most instances the complainants ask for the same 
rates from Oak Hills to the various points of destination 
as apply from Walsenburg. 

The defendants object to establishing the joint rates 
sought by the complainants, first, because they are inter- 
ested in carrying coal from other districts, and their 
participation in joint rates from the Oak Hills district 
would give them shorter hauls and consequently dimin- 
ish their revenues; and, second, because the complain- 
ants’ mines are geographically so disadvantageously located 
that they are alleged to be not lawfully entitled to the 
rates sought. 

The average distance from the complainants’ mines to 
Denver, Colo., is 195 miles. The operating conditions on 
the Moffat road are extremely difficult. It crosses the 
main range of the Rocky Mountains at an altitude of 
11,660 feet, with 27 miles of 4 per cent grade, and is de- 
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scribed by one of the defendants’ witnesses as “the most 
difficult piece of railroad in the United States.” 

The rates on coal from most of the producing points in 
Colorado and Wyoming to destinations in Kansas and 
Nebraska are made on the Walsenburg basis, or bear a 
fixed relation to the Walsenburg rates. The consuming 
territory is roughly divided into two rate groups. Rates 
herein are stated in dollars and cents per net ton, and 
the rates given apply on lump ccal unless otherwise speci- 
fied. The so-called “Missouri River rate” from Walsen- 
burg is $3.75. This rate applies as far east as Omaha, 
Neb., and St. Joseph, Mo., and as far west, generally 
speaking, as the middle of Kansas. The western parts 
of Kansas and Nebraska constitute another group ; to 
which the rate is generally $3.50. On the Union Pacific 
the $3.50 group extends as far east as Salina, Kan. On 
the Missouri Pacific in Kansas there is a $3.25 group as 
far east as Geneseo, and a small $3.50 group between 
Geneseo and Delavan, east of which the Missouri River 
rate of $3.75 applies. The rates from Walsenburg to 
points on the Santa Fe in southern Kansas are on a 
somewhat lower basis, presumably because of the prox- 
imity of competing mines to the south, particularly in 
Oklahoma and Arkansas. 

In Cedar Hill Coal & Coke Co. vs. C. & S. Ry. Co., 17 
I. C. C., 479 (The Traffic World, March 5, 1910, p. 273), we 
required the Santa Fe in conjunction with the Colorado & 
Southern to establish from the Walsenburg district joint 
rates to points on the Santa Fe line in Kansas not in ex- 
cess of the rates from Rockvale, Colo. In Rates from 
Walsenburg Coal Field, 26 I. C. C. 85 (The Traffic World, 
Feb. 15, 1914, p. 426), we modified our finding to the ex- 
tent of permitting the Santa Fe to establish rates from 
the Walsenburg district to stations on its line in Kansas 
not more than 10 cents per net ton higher than the rates 
contemporaneously in effect from the Canon City field. The 
present rates from Walsenburg to points in Kansas on 
the Santa Fe are therefore uniformly 10 cents per net ton 
higher than the rates to the same points from Rockvale 
and Canon City. 

The Union Pacific has voluntarily established the Wal- 
senburg rates from Rock Springs, Wyo., to stations on its 
line in Nebraska. The coal produced at Rock Springs is 


similar in quality to that produced in Routt County, and- 


competes with the Routt County coal. The Walsenburg 
rates have also been recently extended to Kemmerer, Wyo., 
85 miles west of Rock Springs on the Oregon Short Line, 
and to Evanston, Wyo., 115 miles west of Rock Springs on 
Moreover, joint rates. have been volun- 
tarily established from the Oak Hills district to points in 
Kansas and Nebraska on the Union Pacific Railroad and 
the Chicago, Burlington & Quincy Railroad, and also to sta- 
tions on the Chicago & North Western from Manville, Wyo., 
as far east as Crookston, Nebr., including the branch 
which extends northward into South Dakota from Dakota 
Junetion, Neb. In Coal Rates from Oak Hills, Colo., 30 
I. C. C., 505 (The Traffic World, June 20, 1914, p. 1243), we 
required the Chicago, Rock Island & Pacific Railway’ to 
establish joint rates from Oak Hills to stations on its line 
in Kansas and Nebraska not in excess of the rates to the 
same destinations from Walsenburg. In that case we 
observed that the Rock Island had voluntarily established 
the Walsenburg basis of rates from Oak Hills to certain 
points on its line in Colorado east of and including Limon, 
the junction point where Walsenburg and Oak Hills coal 
meet on the way east, and that the Union Pacific and the 
Burlington had established similar rates from Oak Hills to 
stations on their lines. In our supplemental report in the 
case last cited, 35 I. C. C., 456, we established divisions of 
the joint rates as between the Moffat road and the Rock 
Island. In South Canon Coal Co. vs. Colorado Midland Ry., 
38 I. C. C., 174 (The Traffic World, March 11, 1916, p. 541), 
we held that the rates on bituminous coal from South 
Canon, Colo., to stations in Wyoming, South Dakota, Ne- 
braska, and Kansas on the Burlington, the Union Pacific 
and the St. Joseph & Grand Island, should not exceed the 
rates contemporaneously maintained from Walsenburg by 
more than 25 cents per net ton. South Canon is on the 
Colorado Midland Railway, 213 miles west of Colorado 
Springs, Colo. In Northern Colorado Coal Co. vs. C.; W- 
& E. Ry. Co., 38 I. C. ©., 73 (The Traffic World, March 11, 
1916, p. 515), we held that the rates on soft coal from 
Coalmont, Colo., to points in’ Colorado, Wyoming, Nebras- 
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ka and Kansas should not exceed by more than 25 cents 
per net’ ton the rates contemporaneously maintained from 
Hanna, Wyo. Coalmont, the southern terminus of the 
Colorado, Wyoming & Eastern Railway, is located 111 miles 
south of Laramie, Wyo. The complainants maintain that 
these extensions of the Walsenburg rates to other mines 
have made the competition in this territory even more 
severe and furnish an added reason for establishing joint 
rates from their mines to those parts of the consuming ter- 
ritory to which no joint rates are now published. 

The matters here in issue were pending on the Commis- 
sion’s informal docket for several months prior to the 
filing of formal complaints. As early as October, 1913, the 
complainants requested the Commission to take the mat- 
ter up with the carriers. From the correspondence which 
followed it appears that the carriers made a bona fide ef- 
fort to meet the complainants’ demands, but that the 
traffic officials were hopelessly at variance as to the divi- 
sions which the various carriers should receive out of the 
joint rates. The Moffat road, although willing to join with 
the other lines in establishing joint rates, insisted that its 
division to any destination east of Denver should not be 
less than $1.25 per net ton, pointing out that its divisions 
of the joint rates to points on the Union Pacific and the 
Burlington were $1.30 on lump coal and $1.40 on slack. 
This division of $1.25 per net ton would afford the Mof- 
fat road 6.4 mills per ton mile. In our supplemental re- 
port in Coal Rates from Oak Hills, Colo., supra, we al- 
lowed the Moffat road a division of $1.18 per ton on soft 
coal other than nut, slack and pea, and $1.12 per ton on 
nut, slack and pea, on shipments to all destinations on the 
line of the Rock Island in Kansas, Nebraska and Missouri, 
shown in the Denver & Salt Lake Railroad Co. tariff I. C. 
C. No. 20. By our order of October 12, 1915, however, 
this case was reopened for further argument upon the 
question of the reasonableness of the divisions therein 
prescribed. ‘The other carriers defendant in the present 
proceeding generally demanded divisions which would allow 
them the same revenue per ton-mile as they were receiv- 
ing on coal moving from the mines. on their own lines, and 
when these various divisions were added together the com- 
plainants deemed the resulting joint rates prohibitory. Nor 
would the carriers accept the joint rates asked by the com- 
plainants, alleging that the revenue was “too thin to go 
around.” Formal complaints were then filed. 

The present rates on soft coal in carloads from complain- 
ants’ mines to the various points of destination involved 
are combination rates, and are practically prohibitive. In 
so far as we hereinafter prescribe joint rates over the de- 
fendants’ lines, we find that the present combination rates 
are both unreasonable and unjustly discriminatory. 


Complaint in Docket No. 6917, Stations in Kansas on the 
Santa Fe 


In the main complaint, No. 6917, and subcomplaints Nos. 
2 and 3, complainants ask that through routes and rea- 
sonable joint rates be established from Oak Hills to sta- 
tions on the Santa Fe in Kansas. The points involved in 
No. 6917 are those between Scott City and Garden City, 
both inclusive, “and also all destinations on said respond- 
ent’s lines east, northeast or southeast, of said Scott City 
or Garden City,” except stations from Topeka to Kansas 
City, Mo., both inclusive, and stations north thereof, and 
except stations on the Superior, Neb., branch and its 
branches north of Abilene, including the Salina and Bar- 
nard branches. Joint rates to the stations embraced in 
these exceptions are requested in subcomplaint No. 2 and 
subcomplaint No. 3, respectively. The complainants al- 
lege “that the joint through rates from their mines to the 
aforesaid destinations should not exceed the through rates 
contemporaneously in effect from the Walsenburg district 
to the same destinations.” 

_The Santa Fe reaches this territory with its own rails 
via Pueblo from Denver, where it connects with the Mof- 
fat road. Its own rails also extend directly from the Canon 
City-Rockvale district to these destinations and in con- 
junction with the Denver & Rio Grande Railroad and the 
Colorado & Southern Railway it has through routes and 
joint rates from the Walsenburg mines to aforesaid des- 
tinations. Although the natural route from Oak Hills to 
these destinations would appear to be via Denver and 
the Santa Fe, the complainants suggest that the traffic 
Should be routed from Denver to Winona, Kan., via the 


THE TRAFFIC WORLD 995 


Union Pacific, from Winona to Scott City via the Colorado, 
Kansas & Oklahoma Railroad, and thence via the Santa 
Fe. In justification .of this four-line route the complain- 
ants show that to Hutchinson, Kan., and points east there- 
of the distances via this route are 39 miles shorter than the 
distances via the Santa Fe from Denver; they also show 
that the operating conditions on the Santa Fe between 
Denver and Pueblo are somewhat more difficult than on 
other parts of the line. The Santa Fe, however, questions 
the Commission’s authority to establish through routes 
which would deprive it of its long haul from Denver, when 
the differences in distance are so slight, and furthermore 
objects to putting in the Walsenburg rates from Oak Hills 
over any route, since the distances from Oak Hills are ma- 
terially greater, both absolutely and relatively. The fol- 
lowing table, submitted as an exhibit by the Santa Fe, is 
self-explanatory: 
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fe fe a &"2 2 
Garden City .. 526 287 83.3 529 $2.85 $2.35 
Dodge City . 576 337 70.9 579 2.85 2.35 
Kinsley ....... 612 373 63.8 615 3.35 2.60 
LAVOE. . occas 630 398 58.3 640 3.35 2.60 
Hutchinson ... 660 457 44.4 699 3.35 2.60 
McPherson .... 670 482 39.0 724 3.35 2.60 
Florence ...... 717 518 38.4 760 3.35 2.60 
pT eee eae 803 600 33.8 842 3.60 3.10 
Coffeyville ..... 865 662 30.7 904 3.85 3.35 


*Via Denver, Winona and Scott City. 

It will be observed that the distances via the Santa Fe 
to the points west of Hutchinson are only slightly greater 
than the distances via the route which the complainants 
suggest, while to Hutchinson and points east thereof the 
difference varies from 39 miles to 54 miles. The route 
via Winona and Scott City involves a four-line haul, and 
since the differences in distances are so slight, we are 
of opinion that the Santa Fe cannot reasonably be re- 
quired to participate in through routes and joint rates 
via Winona and Scott City. Moreover, if the traffic moved 
over the proposed route via Winona and the Union Pa- 
cific, the application of the Walsenburg rates would re- 
sult in departures from the fourth section at certain 
points in western Kansas. But this difficulty will not 
occur if the route is wholly over the Santa Fe via Pueblo. 

There remains the question as to the propriety of 
requiring the Santa Fe to join with the Moffat road.in 
establishing joint rates from Oak Hills via Denver and 
Pueblo. The present rates from Oak Hills to these desti- 
nations are made by combination on Denver, and are 
so high in certain instances as to be prohibitive. Thus 
the Moffat road’s rate on lump coal from Oak Hills to 
Denver is $1.60 per net ton. No commodity rates applic- 
able to coal via the Santa Fe are published from Denver 
to these destinations, and the Class D rate applies. The 
Class D rate from Denver to Garden City, for example, 
is 29 cents per 100 pounds, or $5.80 per net ton, making 
the total rate from Oak Hills to Garden City $7.40 per 
net ton. It is needless to say that no coal moves under 
these rates. In Cedar Hill Coal & Coke Co. vs. C. & S. 
Ry. Co., supra, at page 483 et seq., we said: 

* %* * jt should be remembered that the very high rates 
shown from Walsenburg * * * accomplish what they are 
confessedly intended to do; that is, they prohibit the movement 
uf traffic under them * #* It is not often that a violation 
of the requirement of the first section, that charges for inter- 
state transportation shall be reasonable, is so freely admitted 
by a carrier subject to the act, and our only comment is to 
repeat the language of Congress contained in the act, that 


“every unjust and unreasonable charge for such service or any 
per’. thereof | is hereby prohibited and declared to be unlaw- 
u Re. 


After careful consideration of all the facts, circumstances, 
and conditions bearing upon the questions involved, we con- 
clude that joint rates should be accorded by defendants on coal 
from the Walsenburg district to points on the Santa Fe lines 
in Kansas. * * #* 

The Santa Fe does not deny that the complainants are 
lawfully entitled to reasonable joint rates, but argues 
that they are not entitled to the Walsenburg rates inas- 
much as the distances are from 30.7 per cent to 83.3 per 
cent greater than the distances from Walsenburg, while 
the operating conditions over the Moffat road for its 195- 
mile haul to Denver are far more severe than those exist- 
ing between Walsenburg and Pueblo. It also appears 
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that the cost of handling freight on the Santa Fe’s line 
from Denver to Pueblo is somewhat greater than on other 
portions of its road. 

The present rate on lump coal from Walsenburg to 
points in Kansas west of and including Dodge City is 
2.85 per net ton. East of Dodge City a $3.35 group ex- 
tends as far as Saffordville, 11 miles west of Emporia. 
Between Saffordville and Emporia a small group takes 
a rate of $3.60, which applies also on the branch extend- 
ing south to Moline. East of Emporia a $3.85 group ex- 
tends to the Missouri River. The complainants originally 
asked for the Walsenburg rates from Oak Hills to all 
these stations. A rate of $3.50 on nut coal, however, 
applies from Oak Hills to Winona ang other intermediate 
stations on the Union Pacific on the route suggested by 
the complainant, so to establish the Walsenburg rate of 
$2.35 on nut coal to Dodge City and stations west, and 
a rate of $2.85 as far east as Saffordville, would result in 
departures from the long-and-short-haul clause of the 
fourth section of the act. The complainant asks leave, 
therefore, to amend its complaint so as to make $3.50 
the minimum rate on nut coal. If joint rates on the 
Walsenburg basis were established via the line of the 
Santa Fe from Denver there would, of course, be no de- 
parture from this provision of the fourth section. 

The Santa Fe offered an exhibit showing the revenue 
which would accrue to it on coal from the Oak Hills dis- 
trict if joint rates on the Walsenburg basis were estab- 
lished to the stations shown, allowing the Moffat road 
$1.25, which it demands as its division. The exhibit is 
here reproduced in part: 


Walsenburg rate 
From less Moffat 
Denver road proportion 
via the’ of $1.25 per ton. 


Revenue per 
ton-mile. 


Destinations. Santa Fe. Lump. Nut. Lump. Nut. 

: Miles. Mills. Mills. 

Garden City ....... 334 $1.60 $1.10 4.8 3.3 
peeee City .....:.. 384 1.60 1.10 4.7 2.9 
RE ee 420 2.10 1.60 5.0 3.8 
Eg ret oe oe ay 445 2.10 1.60 4.7 3.6 
Hutchinson ........ 504 2.10 1.60 4.2 3.2 
RR tee 565 2.10 1.60 3.7 2.8 
Mernerson ......... - 629 2.10 1.60 4.0 3.0 
Serres es. 647 2.35 1.85 3.6 2.9 
SNES ceva ctiven as 694 2.60 2.10 3.7 3.0 


From the record it clearly appears that the rates from 
Oak Hills should be somewhat higher than the rates from 
Walsenburg. If joint rates were established from Oak 
Hill 50 cents per net ton higher than from Walsenburg 
the result would be as follows: 


Distance via 


Denver Rate Reve- Rate Reve- 


From Oak Hills, and onlump nueper on nut nue per 

Colo., to— Santa Fe. coal. ton-mile. coal. ton-mile. 

Miles. Mills. Mills. 
Garden City ....... 529 $3.35 6.3 $2.85 5.4 
Dedgee City .....06.. 579 3.35 5.8 2.85 4.9 
NE en a 24 0a be en 615 3.85 6.3 3.35 5.4 
FS eee 640 3.85 6.0 3.35 5.2 
Hutchinson ......... 699 3.85 5.5 3.85 4.8 
PECPREFSAN 2.0 00 00.0 724 3.85 5.3 3.35 4.6 
EE es. bates ede 760 3.85 5.1 3.35 4.4 
EE cas 36 d's is-dred bot 842 4.10 4.9 3.60 4.3 
MEL. ghbvine odeics a 889 4.35 4.9 3.85 4.3 


Upon consideration of all the evidence we are of opin- 
ion and find that the defendants, the Moffat road and the 
Santa Fe, should establish through routes and joint rates 
for the transportation of soft coal from the Oak Hills 
district to destinations on the Santa Fe, described in the 
main complaint, No. 6917, which should not exceed by 
more than 50 cents per net. ton the rates now in effect 
to the same destinations from the Walsenburg district. 
While we consider that the traffic should move via Denver 
and Pueblo over the Santa Fe, and while we have ample 
power to prescribe joint rates over that specific route, 
we shall allow the defendants to determine the actual 
routing at their convenience. This discretion to route 
through such junction points as may seem most prac- 
ticable applies not only to the main complaint, but to all 
the subcomplaints herein in which we prescribe joint 
rates. 


Subcomplaint No. 2. Stations in Kansas and Missouri on 
the Santa Fe. 


In subcomplaint No. 2 the complainants ask for the 
establishment of joint rates on the Walsenburg basis 
from Oak Hills to stations on the Santa Fe between 
Topeka and Kansas City, between Topeka and St. Joseph, 
Mo., and between Kansas City and Atchison, Kan. The 
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complainants suggest that coal consigned to these points 
be routed via the Union Pacific from Denver to Topeka, 
thence via the Santa Fe to destination. The following 
table, filed as an exhibit by the Santa Fe, shows seven 
typical destinations, the distances from Walsenburg, and 
the distances from Oak Hills via the Santa Fe as com- 
pared with the distances over the route selected by the 
complainants. : 


From Differ - 
Oak Hills ence 
From Oak via in favor 


Hills complain- of com- 


via Den- ants’ plainants’ 
From Wal- verand suggested suggested 
To— senburg. Santa Fe. route. route. 
Miles. Miles. Miles. Miles. 
De ere 635 779 97 
Hawthorne, Kan. ....... 666 908 810 98 
Atchiggn, MOR. .....:.5. 674 915 818 97 
Lawrence, Kan. ........ 644 886 794 92 
Leavenworth, Kan, ..... 688 929 833 96 
Ween, BRO, cn pckccces 666 908 817 91 
Sepmenensy; Wea is ssi. 662 904 821 83 


The route which the complainants propose involves a 
three-line haul, as compared with a two-line haul via 
Denver and the Santa Fe. If joint rates were established 
via the suggested route, the Santa Fe shows that it would 
receive only the “tail end” of the haul, varying from 11 
miles to 57 miles in length. We are of opinion that 
section 15 of the act precludes the establishment of joint 
rates via the proposed route in that it would unjustifiably 
short haul the Santa Fe. 

There remains the question as to the propriety of estab- 
lishing through routes and joint rates to these destina- 
tions via Denver, Pueblo and the Santa Fe. The Santa 
Fe admits that joint rates should be established, but 
denies that the Walsenburg basis of $3.85 should apply. 
The above table shows that the distances from Oak Hills 
exceed the distances from Walsenburg by about 240 miles. 
There is merit in the Santz Fe’s contention that this dif- 
ference in distance is sufficient to justify higher rates 
from Oak Hills than from Walsenburg, even if the sever- 
ity of the operating conditions on the Moffat road be not 
considered. The Rock Island, the Union Pacific and the 
Burlington have established joint rates from Oak Hills 
to points in this territory which are on the Walsenburg- 
Missouri River basis of $3.75, or 10 cents per ton less 
than the Santa Fe’s rate from Walsenburg to the same 
territory. The average distance from Oak Hills to a num- 
ber of destinations which take the Missouri River rate 
of $3.75 is 785 miles, while the average distance via 
Denver and the Santa Fe to the destinations shown in 
the above table is 903.7 miles. 

We are of opinion and find that the Santa Fe should 
join with the Moffat road in establishing through routes 
and joint rates from Oak Hills to the destinations in- 
volved in the subcomplaint No. 2, which rates should not 
exceed by more than 50 cents per net ton the rates now 
in effect from Walsenburg to the same destinations. 


Subcomplaint No. 3. Stations in Kansas on the Santa Fe 


In subcomplaint No. 3 complainants ask for the estab- 
lishment of joint rates on the Walsenburg basis from 
Oak Hills to stations on the line of the Santa Fe extending 
northward from Abilene, Kan., to Superior, Neb., includ- 
ing stations on the Salina and Barnard branches. In the 
original complaint it was proposed to route this traffic 
from Denver to Superior via the Burlington, thence via the 
Santa Fe to destinations. The defendants showed, how- 
ever, that this routing would result in departures from 
the fourth section, the rates from Oak Hills to Superior 
and a few points west thereof on the Burlington being on 
a $3.75 basis, while the Santa Fe’s rates from Walsenburg 
to Salina, Abilene, and Manchester, and stations inter- 
mediate thereto, are on a $3.60 basis. To obviate this 
difficulty the complainants suggest in their brief that the 
traffic could be routed from Denver to Abilene via the 
Union Pacific, thence via the Santa Fe to destinations. 
The Union Pacific, however, is not a party defendant to 
this subcomplaint, nor has the complaint been so amended 
as to make the Union Pacific a party. We could not re- 
quire that carrier, therefore, on this record to establish 
through routes to these destinations or to participate there- 
in. Furthermore, the tariffs show that fourth section vi0- 
lations would result even if the Abilene route were adopted, 
the rates west of Abilene on the Union Pacific being higher 
in some instances than the rates sought by the complaii- 
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ants. The only question properly before us on the present 
record is whether joint rates should be established via 
Superior as originally prayed. 


The following table, compiled from one of the Santa Fe’s 
exhibits, shows that the distances from Oak Hills via Su- 
perior to representative stations in this district are ma- 
terially less than the distances via Denver and the Santa 
Fe; and that the distances from Oak Hills are approx- 
imately the same as the distances from Walsenburg: 


2m 23 ui ~ 
=e ass 48 
i pn ' 
oc ‘ Gy 
eg gion Bg > BE 
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saZs a= s 
CEs Of « i 25 
go¢ gas gH ce 
he 3 
Sas SEU O32 ca 2 
BES a 
mpd fu ica joer 
Webber, Fem. 3853255 601° 928 686 $3.85 
Barnera,. BOM. 6. Ss 6c ceenis 718 897 655 3.85 
Kackley, Mane. %....6... 620 909 667 3.85 
Aurore; SNERRM, vce Sake cia 646 883 641 3.85 
Talmage, MONS... 0% s'sues 681 848 606 3.60 
Manchester, Kans. ........ 675 854 612 3.60 
Oak Beith; SERS, © 5205s ites as 664 ¢ 865 623 3.85 


The principal ‘witness for the Santa Fe admitted at the 
hearing that the route via Superior suggested by the com- 
plainants “would seem to be the natural one to move 
the traffic.” The principal objection to the application of 
Walsenburg rates via this route is that it would involve a 
three-line haul, while from Walsenburg there is only a 
two-line haul. The complainants show, however, that 
extra line hauls are commonly disregarded in making rates 
from the Colorado mines to Kansas and Nebraska points. 
In speaking of extra line hauls we said in the Sheridan 
Chamber of Commerce Case, 26 I. C. C., 638, 649 (The 
Traffic World, May 10, 1913, p. 1025), in quoting from the 
Investigation of Alleged Unreasonable Rates on Meats, 23 
I. C. C., 656, 661 (The Traffic World, June 8, 1912, p. 1141): 


When distances of over 500 miles are involved, the fact that 
the service is by two lines is largely negligible. 

The Commission then continued, in explanation of this 
principle: 

Where the physical connection between connecting carriers is 
as simple as in- these small western towns, involving no ex- 
pensive terminal service, the additional cost due to the switch- 
ing movement is very small; in fact, so small that it may not 
properly be made the basis for an additional charge for a two- 
line haul of substantial length. 

What was there said of a two-line haul will equally 
apply to a three-line haul. Nor do we think that the al- 
leged deviation from the-rule of the fourth section should 
prevent this routing. In applying group rates to this ter- 
ritory great differences in distance are frequently over- 
looked. ‘The Burlington’s rate on lump coal, for example, 
from Oak Hills to Superior and Red Cloud, Neb., is $3.75, 
yet the same rate applies as far east as Omaha and St. 
Joseph. 


Upon consideration of all the evidence we are of opin- 
ion and find that the carriers defendant in subcomplaint 
No. 3 should establish through routes and joint rates on 
soft coal from Oak Hills to the destinations involved which 
shall not exceed $3.75 per net ton. We are unable on the 
present record, however, to fix a relationship between the 
rates on lump coal and the rates on coal of other kinds. 
There appears to be no uniformity among the carriers in 
this territory in making rates on the different kinds of 
coal, except that the rates on lump coal are commonly ob- 
served as maxima. The Santa Fe’s rates on lump coal 
from Walsenburg and ‘Canon City to its stations in Kan- 
Sas are commonly less than its rates on lump coal, the 
difference varying from 25 cents to 50 cents per net ton. 
In the tariffs published by the Moffat road in conjunction 
with the Burlington and the Union Pacific, naming rates 
from the Oak Hills district to stations in Kansas and Ne- 
braska, the rates on slack and pea coal are in some in- 
stances 10 cents per net ton less than the rates on other 
kinds, though to most destinations the rates on all kinds 
are the same. To Superior and stations on the Burlington 
immediately west of Superior the rate on slack and pea from 
Oak Hills is $3.65, and on all other kinds $3.75. In the 
tariff published by the Moffat road and the Rock Island 
in compliance with our conclusions in the Oak Hills Case, 
Supra, the rates on nut, slack and pea are in most in- 
Stances 25 cents per net ton less than the rates on other 
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kinds. The rates of the Union Pacific from producing 
points in Utah and Wyoming to stations in Nebraska are 
from 50 cents to 75 cents lower on slack than on other 
kinds. From Rock Springs, Wyo., to stations in Kansas 
the rates on all kinds of coal are generally the same, while 
from Hanna, Wyo., east of Rock Springs, the rates on slack 
to the same destinations are 25 cents less than the rates on 
other kinds. Our order will therefore require the estab- 
lishment of rates on all kinds of coal from Oak Hills to 
the destinations involved in subcomplaint No. 3 not in ex- 
cess of $3.75 per net ton, but if defendants deem it advis- 
able to establish rates on the lower- grades on the basis 
of differentials, they, of course, may do so. If the rates 
published by the defendants on slack, pea or nut coal in 
compliance with these conclusions are relatively unreason- 
able, or result in unjust discrimination, the complainants 
may bring the matter to our attention by a supplemental 
proceeding which puts directly in issue the question as to 
the proper relationship which should obtain between the 
rates on lump coal and the rates on other kinds of coal 
to the stations embraced in subcomplaint No. 3. 


Subcomplaint No. 1. Stations in Kansas and Nebraska on 
the Missouri Pacific 


In subcomplaint No. 1 complainants ask for through 
routes and joint rates from the Oak Hills district to points 
on the Missouri Pacific Railway in Kansas and Nebraska 
on what is known as the Central branch and Omaha divi- 
sion. This includes all Missouri Pacific points on and 
north of the line running from Kansas City through Goffs 
to Stockton and Lenora, Kan.; also on the line extending 
from Kansas City to Omaha, with its branches to Menager 
Junction, Kan., St. Joseph, Mo., and Crete and Lincoln, 
Neb. The Missouri Pacific, in connection with the Denver 
& Rio Grande Railroad, maintains a blanket rate of $3.75 
on lump coal from Walsenburg to all of the destinations in 
question. The complainants ask that that rate be applied 
as a maximum from Oak Hills. The complainants pro- 
pose that traffic consigned.to Missouri Pacific stations west 
of Goffs, Kan., and south of Superior be routed via the 
Burlington to Superior, thence via the Missouri Pacific 
to destinations; that traffic consigned to stations between 
Superior and Prosser be routed via the Burlington to Hast- 
ings, Neb., thence via the Missouri Pacific to destinations, 
while Crete, Lincoln, and Auburn, Neb., are suggested as 
convenient points of interchange between the Missouri 
Pacific and the Burlington for shipments to stations in 
eastern Kansas and Nebraska. 

The Missouri Pacific objects to the proposed route and 
joint rates from Oak Hills to these points; first, because 
the Burlington and the Union Pacific carry Walsenburg 
rates from Oak Hills to many of the stations involved, and 
therefore, “there would hardly be any necessity for the 
establishment of rates to points in Nebraska on 
the Missouri Pacific;” second, that if the Missouri Pacific 
be compelled to join in these through routes and joint 
rates, the traffic must go via the Denver & Rio Grande 
to Pueblo, thence via Missouri Pacific to destinations, a 
route which would be materially longer than the direct 
east and west lines of the Burlington and the Union Pa- 
cific, and, third, that the Missouri Pacific hauls coal to 
this territory from southern Illinois, southwestern Mis- 
souri, Oklahoma, Arkansas and southern Kansas, and 
from the Walsenburg district in connection with the 
Denver & Rio Grande Railroad, with which it is affiliated, 
and that any Routt County coal which it might haul from 
Pueblo would displace coal from some other district. 

The following table, filed as an exhibit by the complain- 
ants, shows the distances from Walsenburg to 40 repre- 
sentative points on the Missouri Pacific in this territory, 
and the distances from Oak Hills via the routes proposed 
by the complainants: 





Walsen- 

burg rates 

proposed 

Miles Miles as rates 

from Wal- from from 

Destination. ¢ senburg. Oak Hills. Oak Hills. 
La TNE in so atas opel pisanddnekion 651 767 $3.75 
LORGn. MAGS. 0.6... aa Say oii iraie a oct hierar 626 742 3.75 
De SE 2's Gr aint dg ai-u, p05, ee Ree 575 691 3.75 
Rs ere eerrr tree pyar 608 724 3.75 
CO ONE. oes aais soc seb nie feentes 576 692 3.75 
hn an ean ke Kees € bien 566 682 3.75 
oe eR ee 547 663 3.75 
Ps) IEG = Fin 5055 vet ekepae's -- 542 658 3.75 
Scottsville, Kans. 554 646 3.75 
pe ae Seep 594 674 3.75 
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ROE, TEN 5 concn devas 66 bdr cees.e 585 665 3.75 
Jamestown, POL: 4a COW dees chkdowuss 560 640 3.75 
Prosser, DUS cid ci 364 b00 ive Soc eed 668 596 3.75 
Hastings, BN is ocib-o ban otapirericas> 654 582 3.75 
I AM. oot 0 come thw stitoneeéhs 630 606 3.75 
i EN 65\oe-du ep saebeeas kee cod 605 595 3.75 
ND Ga. 5 bab d Fetes Cotess Codse 581 619 3.75 
EE SU: «8 ha Hees geben tate nab oR 566 634 3.75 
ie ESP aS Sapa ane 592 660 3.75 
es oa aos cekbecchannmac’ 613 681 3.75 
ED, EMRE. . Sica cso céec covets 620 688 3.75 
Rr MEINE Ss b cpld-eic'c ning eo dew odd epi 4 635 703 3.75 
as need twee tant nme 834 709 3.75 
AE Re 856 804 3.75 
MT Us G45 50+ bdo vio ckceectsees 846 794 3.75 
SG OS > ain dnwkig'e b0-0's 6 ta@'e o baee eke 824 772 3.75 
EL aca 4 abe, 0.5/6 eedhe deedieces 798 745 3.75 
OA SPS ir aper- ar 768 775 3.75 
Menager Junction, Kans. ............ 714 828 3.75 
i re, 6 on obs cia ce sale weed s8 722 836 3.75 
5 6 «’éaa te ware sae ed 702 838 3.75 
EE SE So ake p wcbngdakscdauees 875 724 3.75 
ET NS 3 in o's 646 a ubaveddheehesce 891 688 3.75 
I SMO: be SSCs Vie ede Chie desi 856 725 3.75 
Pen ae eee 862 693 3.75 
EE. MOGI, cbc cccccenes6 obese 872 761 3.75 
Nebraska ~City, Nebr............... - 845 738 3.75 
Se SEN, MOOR. aie bnase check stsdecae & 794 789 3.75 
i icici éeicctesee6s whgihes 780 813 3.75 
eevetmerthh, Mame. .iiiis ds ite cedars 719 874 3.75 

I Hae a et as Ln ane a ip aienaneae 692.65 712.85 3.75 


From this table it appears that the average distance 
from’ Oak Hills to these destinations is approximately but 
20 miles greater than that from Walsenburg. The Missouri 
Pacific’s rate from Walsenburg to all this territory is 
$3.75, although the distances range from 542 miles to 891 
miles. The Burlington, the Rock Island and the Union 
Pacific join with the Moffat road in publishing joint rates 
from the Oak Hills district to points in this same terri- 
tory on the $3.75 basis, although many of the distances 
are greater than those shown above. The following 
table, filed as an exhibit by the complainants, shows the 
distances from Oak Hills to 13 destinations in this terri- 
tory on the Burlington, the St. Joseph & Grand Island, 


and the Union Pacific: 
Miles from Rate from 


Destination and route. Oak Hills. Oak Hills. 
Councht Bluffs, Ia., vie C. B. @ Q......cccscces 738 $3.75 
Gee, Deen, Wi Gi Te b-QDa s ocre co dtsaccccass 734 3.75 
Pere 718 3.75 
Pacific Junction, Ia., via C. B. & Q..........2 755 3.75 
Havelock, Nebr., via C. B. & Q.......ccceoee 684 3.75 
oe Seem. 200. wie C. B.A apc cccccmseesve 800 3.75 
sae. % ae Mo., via C. B. & Q. and St. J. & on i 

Meg RE at ey ee OP ee ee *3.75 


eae “Mo., via C. B. & Q. and St. i & G.I. 858 #375 





Nashua, Mo., via C. B. & Q. and St. J. & G.I. 855 *3.75 
Leavenworth, i EB, oe. opie ades 831 3.75 
re Sr Bo. Es ncc.cces 000d 00 bec 836 3.75 
, DEM, WH Gis oekaki co seecsescocdecece 769 3.75 
Maryavie, Bans., Vid U. PB... iicscccccccccccces 772 3.75 

SEE OSE OREO TEE TUE 785 3.75 


*Rate canceled since the hearing. 


Nor will the fact that the routes proposed by the com- 
plainants include three carriers while only two carriers 
participate in the traffic from Oak Hills to destinations 
on the Union Pacific, the Burlington and the Rock Island 
properly preclude the establishment of the route prayed. 
We are not persuaded that higher rates should be estab- 
lished to the Missouri Pacific stations in question, espe- 
cially since blanket rates covering wide areas have been 
voluntarily established by the carriers in this territory, 
and since producing districts have likewise been grouped 
under common rates in spite of material differences in 
distance and in operating conditions. As noted above, 
the complainants also cite several instances in which extra 
line hauls are disregarded in making rates in this terri- 
tory. 

It is further contended by the Missouri Pacific that 
traffic to all destinations embraced in this complaint 
should be hauled by the Denver & Rio Grande from Den- 
ver to Pueblo, thence by the Missouri Pacific to destina- 
tion. The Denver & Rio Grande and the Missouri Pacific 
are operated under a common ownership, and the routing 
via Pueblo would afford them much longer hauls than 
the routes proposed by the complainants. The distances 
via Pueblo, however, are materially greater than the dis- 
tances via the routes proposed. To points west of Irving, 
Kan., the difference is approximately 135 miles in favor 
of the route which the complainants have suggested. To 
Beloit, a typical point, the distance via Pueblo is 607 
miles, while via Superior it is only 472 miles. Moreover, 
shipments consigned to points west of Irving involve an 
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additional haul, the traffic being carried by the Union 
Pacific from Salina to Beloit. The differences in distance 
to typical points east of Irving are shown in the following 
table, prepared by the complainants: 


Via 

routing 
suggested Percent- 
Via by com- age of 


Pueblo, plainants, difference, 


From Denver to— miles. miles. per cent. 
Ty Ee eee ee ae ae 847 545 35 
I noc cdcckes os ona duc 766 675 12 
NG. dig a clarke Be ckcbote sas 903 605 33 
Bree CA, eR oc as Sed 50 hese cee 841 623 26 


We are therefore of opinion and find that the routes via 
Pueblo are “unreasonably long” within the meaning of sec- 
tion 15 of the act. We further find that the Moffat road, 
the Burlington, and the Missouri Pacific should jointly 
establish through routes from the Oak Hills district to all 
the destinations involved in subcomplaint No. 1, and that 
joint rates on soft coal in carloads should be established 
not in excess of $3.75 per net ton. 


Subcomplaint No. 6. Stations in Kansas and Nebraska on 
the Missouri Pacific 


In subcomplaint No. 6 complainants ask for the estab- 
lishment of through routes and joint rates on the Walsen- 
burg basis from the Oak Hills district to points on the 
Missouri. Pacific in central and eastern Kansas, namely, 
between Geneseo and Kanopolis, between Geneseo and 
Wichita, between Geneseo and Kansas City, between Mar- 
quette and Gypsum City, between Topeka and Fort Scott, 
between Eldorado and McPherson, between Wichita and 
Fort Scott, between Osawatomie and Durand, and be- 
tween Madison, Kan., and Worland, Mo. 

The complainants suggest that traffic consigned to 
Geneseo, Wichita, Fort Scott, Durand, Madison and in- 
termediate sections be routed Union Pacific to Kanopolis, 
thence Missouri Pacific to destinations; to stations on the 
McPherson branch, Union Pacific to McPherson, thence 
Missouri Pacific to destinations; and to stations on the 
main line east of Hallville, Union Pacific to Salina, thence 
Missouri Pacific to destinations. 

The complainants have introduced little evidence in 
support of their allegations that through routes should be 
established to these destinations, and still less to sustain 
their contention that the rates from Oak Hills should not 
exceed the rates from Walsenburg. The distances from 
Walsenburg are materially less than the distances from 
Oak Hills. To Wichita, a typical destination, the distance 
from Walsenburg is 528 miles, while the distance from Oak 
Hills via Kanopolis is 717 miles. Furthermore, the Missouri 
Pacific contends that the routes via Denver and Pueblo are 
not unreasonably long, and that since the Missouri Pa- 
cific and the Denver & Rio Grande are under a common 
ownership, the short-haul paragraph of section 15 of the 
act precludes the establishment of the through routes 
suggested by the complainant. Such evidence as appears 
of record seems to support this contention. The distance 
from Oak Hills to Wichita via the route selected by the 
complainant is 717 miles. The distance via Denver and 
Pueblo is 774 miles. Similarly, the distance to Gypsum 
City, Kan., is 681 miles by the complainants’ route, and 732 
miles via Denver and Pueblo. Even if the evidence war- 
ranted it, however, we are unable on the present record 
to establish through routes and joint rates via Denver 
and Pueblo, since the Denver & Rio Grande Railroad is 
not a party defendant. We therefore find that the com- 
plainants have not shown that through routes and joint 
rates should be established from Oak Hills to the destina- 
tions involved in this subcomplaint. This finding is with- 
out prejudice to the complainants to show upon a proper 
record that through routes and joint rates should be estab- 
lished from Oak Hills to these destinations via Denver and 
Pueblo. 


Subcomplaint No. 4. Stations in Nebraska on the Chicago 
& North Western Railway Co. 


In subcomplaint No. 4 complainants ask for through 
routes and joint rates from the complainants’ mines to 
points on the Chicago & North Western, as follows: From 
Orin Junction, Wyo., to Crookston, Neb., inclusive; to sta- 
tions on the line extending north into South Dakota from 
Dakota- Junction, Neb., together with its branches to 
Crown Hill, Newell and Hot Springs, S. D.; to stations on 
the three branches extending south from Fremont, Lin- 
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wood and Cedar Bluffs, Neb., to Hastings, Superior and 
Lincoln, Neb. After the complaint was filed joint rates, 
satisfactory to the complainants, were established to all 
stations between Manville and Crookston, and‘to stations 
on the branch extending north from Dakota Junction. The 
evidence was therefore confined to the propriety of estab- 
lishing through routes and joint rates to stations on the 
three branches south of Fremont. To these points com- 
plainants ask for rates of $3.65 on slack and $3.75 on all 
other kinds of coal. There is in effect at present a rate of 
$4 on coal from the Walsenburg and the Rock Springs, 
Wyo., fields. 

The complainants propose that traffic consigned to these 
destinations be routed via the Burlington to Hastings, Su- 
perior, or Lincoln. 

Complainants, by exhibit, show that the average distance 
from Oak Hills to eight typical destinations on these three 
branches is 666 miles, while the average distance from 
Walsenburg to the same points is 727 miles. The com- 
plainants contend that, although the rate from Walsenburg 
to these stations is $4, the rate from Oak Hills should not 
exceed $3.75, since that rate generally applies from Walsen- 
burg to points in the Missouri River territory, and these 
stations all lie between the Oak Hills district and the Mis- 
souri River. The complainants further show that the rates 
on lump coal from Hudson, Wyo., to these destinations 
vary from $3.33 to $3.45, the average distance being 799 
miles; and that the rate from Rock Springs, Wyo.,.to this 
territory is $4, ‘Rock Springs being at least 100 miles 
farther from the points of destination than Oak Hills. 
Furthermore, the Rock Springs rate also applies to these 
destinations from Kemmerer, 85 miles west of Rock Springs 
on the Oregon Short Line, and from Evanston, Wyo., 115 
miles west of Rock Springs on the Union Pacific. Hence 
it is argued a rate of $3.75 from Oak Hills is reasonable. 

The Union Pacific, the Rock Island, and the Burlington, 
in connection with the Moffat road, have established rates 
from Oak Hills to this territory on the Missouri River 
basis of $3.75 per net ton. This rate applies, for example, 
to stations on the Rock Island and the Burlington between 
Lincoln and Omaha, to stations on the Burlington between 
Lincoln and Columbus, Neb., and to stations on the line 
of the Union Pacific which extends from Central City, Neb.., 
through Valparaiso to Omaha. The two lines last named 
intersect the branches of the Chicago & North Western in- 
volved in this complaint. Moreover, the routes proposed 
by the complainants appear to be satisfactory. That a 
three-line haul is involved rather than a two-line haul is 
immaterial in view of our discussion above. 

We are of opinion and find that the Moffat road, the Bur- 
lington, and the Chicago & North Western should establish 
through routes from the Oak Hills district to the destina- 
tions involved in subcomplaint No. 4, and that they should 
publish joint rates applicable thereto not in excess of $3.75 
per net ton. The record does not show what should be 
the relationship between the rates on slack and pea coal 
and on other kinds of coal to these destinations. The 
tariffs show that the rate on slack and pea coal from Oak 
Hills to stations in the Missouri River territory is gen- 
erally $3.65 when the rate on other kinds is $3.75. It 
would seem that the same relation should be maintained 
to stations on the Chicago & North Western, but we are 
unable on the present record to make a finding to that 
effect. Our order will therefore require the establishment 
of a maximum rate of $3.75 on all kinds of soft coal, in 
carloads, to these stations. 


Subcomplaint No. 5. Stations in Nebraska on the Chicago 
& Northwestern Railway Co. . 


In subeomplaint No. 5 complainants ask for the estab- 
lishment of through routes and joint rates, on the Rock 


Springs basis, from Oak Hills to stations on the Chicago &. 


North Western, as follows: From Fremont, Neb., to Valen- 
tine, Neb., inclusive; to stations on the Winner branch 
extending from South Norfolk, Neb., to Winner, S. D.; from 
Omaha to Fremont, inclusive; from Scribner, Neb., to Oak- 
dale, Neb., inclusive, to points on the loop running through 
Albion, Neb.; and from Fremont to Blair, Neb. It is al- 
leged that convenient through routes could be established 
via the Union Pacific to Fremont, Albion and Norfolk, and 
thence via the Chicago & North Western to destinations 
indicated. 

The following table, taken from one of the complainants’ 
exliibits, shows the distances from Oak Hills and from 
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Rock Springs to 10 typical destinations in this territory, 

and also the rates from Rock Springs, which the com- 

— ask to have established as maxima from Oak 
4 








Rock 

Springs rates 

Milesfrom Miles proposed 

ae ane Rock from as rates from 

Destinations. Springs. Oak Hills. Oak Hills. 
Eom ine, . NOR... 550% cece 902 852 $4.55 
So... SR ee eer ae 844 79 4.25 
Se, SOG 2. on cwin ties bs ees 799 749 4.00 
ates Creek, NOBt so5 oc. oe ss owe 780 730 4.00 
West Point, Neb................ 814 764 4.00 
Sertoner; Neb, 6 ss Ge kssdwase vo ses 826 776 4.00 
Blair, ARS RES ae 787 737 4.00 
ee B.D ciacstimapctecseden cs 920 870 4.90 
Brera, WeDs os ssi c tchccksd ees 832 782 4.15 
LLOCGGIO; Med, ~. iiss desacd curses 761 711 4.00 

VCR vaciiacotducses > sg §26 776 


This exhibit shows that the distances from Oak Hills 
are uniformly 50 miles less than from Rock Springs. The 
Rock Springs rates apply also from Kemmerer and Evans- 
ton, 85 miles and 115 miles more distant, respectively. 
The Chicago & North Western admits that it has no ob- 
jection to a duplication of the Rock Springs rate to those 
destinations, provided the routing is the same as from 
Rock Springs and the North Western is allowed the same 
division as it gets from the Rock Springs rate. 

The Burlington and the Union Pacific maintain a rate 
of $3.75 from Oak Hills to points on their lines in the 
Missouri River territory, the average distance being 785 
miles. The complainants in the present case seek rates 
varying from $4 to $4.90 for distances averaging 776 miles. 
The Union Pacific objects to establishing the proposed rates 
on the ground that if the Moffat road gets the division 
which it demands, and the North Western receives the 
division which it demands, there will not be enough left. 
to afford the Union Pacific a reasonable compensation for 
its intermediate haul. The matter of divisions, however, 
is not in issue in this proceeding. 

We are of opinion and find that the Moffat road, the 
Union Pacific, and the Chicago & North Western should 
establish through routes from the Oak Hills district to the 
destinations involved in subcomplaint No. 5, and that joint 
rates applicable thereto should be established not in ex- 
cess of the rates to the same destinations from Rock 
Springs, Wyo., as shown in Union Pacific Railroad Co.’s 
tariff I. C. C. No. 2779 and supplements thereto. 


Subcomplaints Nos. 7 and 8. Stations in Nebraska on the 
Chicago, St. Paul, Minneapolis & Omaha Railway. 


In subcomplaints Nos. 7 and 8 complainants ask for the 
establishment of through routes and joint rates from the 
Oak Hills district to stations on the Omaha road between 
Florence, Neb., and Sioux City, Iowa, and also to stations 
on the line between Emerson and Norfolk, Neb., with its 
branches to Bloomfield, Crofton and Wynot, Neb. The 
complainants ask that $4 be fixed as a maximum rate to 
all these stations. 

The complainants originally suggested that shipments 
consigned to stations between Florence and Sioux City 
could be routed via the Burlington to Hastings, thence by 
the North Western to Fremont and Blair, thence to des- 
tination by the Omaha. It was shown at the hearing, how- 
ever, that this routing would short haul the Burlington, 
which reaches Omaha. The complainants admit that the 
latter road is entitled to haul the shipments as far as 
Omaha. The complainants propose that traffic consigned 
to the other stations on the Omaha be routed via the 
Union Pacific to Norfolk. ; 

The suggested rate of $4 was arbitrarily chosen by the 
complainants and is somewhat lower than other rates in 
the same general territory. To stations on the Burlington 
west of Sioux City, on the line extending to O’Neill, Neb., 
the rate from Oak Hills is $4.50. This branch of the Bur- 
lington crosses the Wynot, Crofton and Bloomfield branches 
of the Omaha at Jackson, Laurel and Randolph, Neb. 
Moreover, the rates from Rock Springs, Wyo., to these 
destinations are materially higher than the rate sought by 
the complainants. The following table gives the rates 
from Rock Springs to five typical points: 


From Rock Springs, Wyo., to—- 


SD NI Che Os ats. cick 6 6c: 6W ea his RRR AaED* onl oe arel $4.63 
eS 5 EG ors cle cite e's a dle GOaw os ce tuh aok oh Rade eicte wie ta tid 4.70 
TE. MS eh. 2 sss clr Sawe his oe 6 Sea Vale ewlnbs @iwabure 4.63 
A MIRC: 50's 'c:5- 5 abr 43 bh oabire KANTO Oa. 6 BS Wen ORE As> walked ou 4.43 


Wayne, Neb 
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The complainants show that the rates from Hudson, 
Wyo., are lower than the rate sought. The distance trom 
Hudson, however, is somewhat less than from Oak Hills, 
while the Hudson coal is admittedly inferior to that pro- 
duced either in Routt County or in the Rock Springs 
district. 

Upon consideration of all the evidence we are of opin- 
ion and find that the defendants, the Moffat road, the Bur- 
lington and the Omaha, should establish through routes to 
these destinations from Oak Hills in accordance with this 
opinion, and should establish joint rates not in excess of 
the rates from Rock Springs, Wyo., to the same destina- 
tions, as shown in Union Pacific Railroad Co. tariff I. C. C. 
No. 2779 and supplements thereto. 

As above noted, the adoption of the particular routes 
found reasonable in the report will not be made mandatory, 
provided that over the roads designated the indicated des- 
tinations are reached by the through routes and on the 
prescribed joint rates from Oak Hills. 

Appropriate orders will.be entered. 


DISCRIMINATORY LUMBER RATES 


CASE NO. 8086 (39 I. C. €., 125-131): 
NONA-MILLS CO., LIMITED, VS. KANSAS CITY SOUTH- 
ERN RAILWAY CO ET AL. 

Submitted Dec. 16, 1915. Opinion No. 3601. 

Joint rates on lumber from Leesville, La., by way of the Kan- 
sas City Southern Railway and the Gulf, Colorado & Santa 
Fe Railway, to points on the lines of the Santa Fe system, 
in the states of Texas and Oklahoma, found to be unjustly 
discriminatory to the extent that Se exceed the rates 
contemporaneously maintained from points on the lines of 
the au, Colorado & Santa Fe, in Louisiana, to the same 

points. 





J. M. Simmons for complainant. J. S. Hershey, Robert Dun- 
lap, T. J. Norton and F. E. Andrews for Santa Fe system lines. 
J. M. Souby for Kansas City Southern and Texarkana & Fort 
Smith railway companies. G. F. Thomas for certain applicants 
to intervene. 

CLARK, Commissioner: 

Complainant is a corporation engaged in the manufac- 
ture of lumber at Leesville, La. It attacks as unreason- 
able and unjustly discriminatory defendants’ rates for 
the transportation of yellow-pine lumber in carloads from 
Leesville to nearly all points in the states of Texas, Okla- 
homa, New Mexico, Colorado, Kansas, Nebraska and Mis- 
souri on the Gulf, Colorado & Santa Fe Railway, Pan 
Handle & Santa Fe Railway, and the Atchison, Topeka 
& Santa Fe Railway, hereinafter referred to collectively 
as the Santa Fe. The Commission is asked to establish 
joint rates that do not exceed the rates contemporane- 
ously in effect to the same destinations from Santa Fe 
points in Louisiana. 

Applications to intervene were made in behalf of cer- 
tain tap lines and shippers of lumber from points in 
Louisiana, Arkansas and Texas on the lines of the Chi- 
cago, Rock Island. & Pacific Railway, but the applica- 
tions were denied because the issues were different from 
those presented in the complaint. 

Leesville is on the Kansas City Southern Railway 20 
miles north of De Ridder, La., and 98 miles north of Beau- 
mont, Tex. The Santa Fe connects with the Kansas City 
Southern at De Ridder, and with the Texarkana & Fort 
Smith Railway, a subsidiary of the Kansas City Southern, 
at Beaumont. The Santa Fe points of origin involved are 
in Louisiana on a branch line of the Gulf, Colorado & 
Santa Fe which extends from Kirbyville, Tex., for a dis- 
tance of 80 miles through De Ridder to Oakdale, La. They 
comprise a single rate group which for convenience will 
be referred to hereinafter as the Oakdale group. Blanket 
rates apply from all points in this group to large groups 
of destination points in Texas and Oklahoma. All rates 
named herein apply on yellow-pine lumber in carloads 
and are stated in cents per 100 pounds. 

When the complaint was filed there were no joint rates 
in effect from Leesville to interstate points on the Santa 
Fe. Subsequently joint rates were established and are 
now in effect. The present rates from Leesville to points 
in Kansas, Colorado, Nebraska, Missouri and certain por- 
tions of Oklahoma are the same as the rates from the 
Oakdale group. They exceed the rates from the Oakdale 
group by from 3% to 5% cents to points in central and 
western Oklahoma, 3 cents to points in Texas and 5 cents 
to points in the Pecos Valley of New Mexico. The first 
group of destination points in Texas extends westward 
from the Louisiana state line to a line drawn from Sher- 
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man on the north through Dallas, Waco, Cameron, La 
Grange and Edna to Port Lavaca on the south. To all 
points in this group the rate from the Oakdale group is 
17% cents. West of .this group the rates are graded 
upward from group to group until a maximum of 25 cents 
is reached. These group rates are the maximum rates 
prescribed by the state commission of Texas on intra- 
state traffic and they are applied from producing points 
in Louisiana. to consuming points in Texas by the Santa 
Fe and all other lines serving that territory. To the 
various groups of destinations in Oklahoma rates are 
graded upward from a 23-cent rate group in the eastern 
section of the state to a 32-cent rate group in the north- 
western section. 

At the hearing complainant withdrew its request for 
joint rates to points in New Mexico, and no evidence was 
offered with respect thereto. Complainant does not ask 
that rates shall be made the same from Leesville as from 
Santa Fe points to Port Bolivar and Galveston, Tex., for 
export and coastwise movement and to points in the vicin- 
ity of Houston, Tex., and east of Somerville, Tex., which 
are on a mileage basis. Neither does the complaint at- 


tack rates to points on the branch of the Santa Fe ex- | 


tending from Owen to Tulsa, Okla., as the rates to such 
points are the same from Leesville as from points in the 
Oakdale group. Lumber Rates from Texas, Louisiana and 
Arkansas, 28 I. C. C., 471 (The Traffic World, Nov. 29, 1913, 
p. 999). It was agreed that the only question to be deter- 
mined is whether the rates from Leesville to the Texas 
and Oklahoma groups which, as stated, are 3 cents higher 
to Texas and from 3% to 5% cents higher to Oklahoma 
than from the Oakdale group, are reasonable and non- 
discriminatory, 

The lumber manufactured at complainant’s Leesville 
mill, which has a daily capacity of 150,000 feet, is of the 
variety known as longleaf yellow pine. This kind of lum- 
ber is of great tensile strength, and is said to be especially 
valuable for structural purposes. In recent years the mar- 
ket for Louisiana yellow-pine lumber in the states of 
North Dakota, South Dakota, Kansas and Nebraska has 
been greatly diminished by the increased use of lumber 
from the Pacific coast and it has become necessary for 
the Louisiana producers to find markets in nearby terri- 
tory. Complainant sells its lumber in competition with 
that produced by all other mills operating in what is known 
as the southwestern yellow pine blanket, and except to 
points on the Santa Fe in Texas, Oklahoma and New Mex- 
ico, is accorded the same rates as its competitors in the 
Oakdale group. It is shown that under the present ad- 
justment of rates from Leesville to local points on the 
Santa Fe in Texas and Oklahoma complainant is unable to 
sell its lumber in competition with the lumber produced 
by the mills in the Oakdale group. 


But little evidence was introduced respecting the rea- 
sonableness per se of the rates assailed. The Santa Fe 
contends that rates to Texas points from mills on its line 
in Louisiana are unduly low inasmuch as they are the 
same as the maximum group rates from Beaumont and 
Orange, Tex., prescribed by the state commission of Texas. 
Lumber is rated class D in the Texas classification and 
mileage rates applicable to that class are observed on 
Texas intrastate traffic until a rate of 15 cents is reached. 
Where the mileage rate exceeds 15 cents an adjustment 
is applied to class D which results in the groups here- 
tofore described. It was conceded, however, that the lum- 
ber rates to Texas are “fairly good rates” and that the 
rates on many other commodities are less remunerative 
than the rates on lumber. The following table compiled 
from an exhibit introduced by complainant shows the num- 
ber of Santa Fe stations in each Texas group at which 
lumber yards doing a considerable volume of business are 
located, and the distances, rates and ton-mile earnings, 
from Leesville, as compared with the Oakdale group. The 
group rates named are the present rates from the Oakdale 
group and also are rates asked from Leesville. 


Average 
Average distances from distances and 
Rate No. of Leesville and ton-mileearn- ton-mile earn- 
group, Santa Fe ings under the rates asked. ings from th« 
cents. stations. Via De Ridder. Via Beaumont. Oakdale group. 
Miles. Mills. Miles. Mills. oy = 


17% 23 408 8.57 436 8.02 042 
18% 45 407 9.21 435 -62 359 10.4 

20 11 484 8.26 512 81 436 9.17 
21% 10 567 7.49 595 7.14 519 8.19 
22 16 749 6.0 777 5.79 701 6.41 
23% 6 809 5.74 837 5.67 761 6.11 
24 1 928 5.17 954 5.03 878 5.46 
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A representative of the Santa Fe testified that while the 
rates from the Oakdale group to Santa Fe points in Okla- 
homa are generally regarded as reasonable for the one- 
line hauls involved, they are believed to be too low to ap- 
ply from Leesville or other points on connecting lines. In 
support of its contention that the present rates between 
points on its lines would be less than reasonable if ap- 
plied from Leesville or other Louisiana points on con- 
necting lines the Santa Fe cited the rate of 24 cents to 
Perry, Okla., and the rate of 25 cents to Cherokee, Okla., 
from De Ridder, a point in the Oakdale group. These rates 
yield 6.88 mills per ton-mile to Perry, 697 miles, and 6.55 
mills to Cherokee, 763 miles. If they were applied from 
Leesville and the Kansas City Southern were allowed its 
present division of the joint rates, the Santa Fe would earn 
for its hauls from De Ridder 5.45 mills per ton-mile to 
Perry and 5.23 mills per ton-mile to Cherokee. The rec- 
ord does not disclose the average distances and ton-mile 
revenues from Louisiana to representative points in the 
various Oklahoma groups. 

Rates to Texas and Oklahoma points from equidistant 
Louisiana points on all trunk lines connecting with the 
Santa Fe are the same as the rates applying from Lees- 
ville in connection with the Kansas City Southern, and 
hence the Santa Fe does not discriminate as between con- 
necting trunk jiines. From points on certain connecting 
tap lines, however, the rates are the same as from the 
Oakdale group. The Tap Line Case, 23 I. C. C., 549 (The 
Traffic World, June 8, 1912, p. 1100). It is also shown 
that the Santa Fe maintains rates from the Oakdale group 
to points on connecting trunk lines in Texas and Oklahoma 
which are no higher than the rates contemporaneously 
maintained to local points on its lines in the same rate 
groups and that the divisions paid to connecting lines on 
such traffic equal or exceed the divisions accruing to the 
Kansas City Southern out of the joint rates from Lees- 
ville. The Santa Fe’s policy of maintaining rates from the 
Oakdale group to points on connecting lines in Texas and 
Oklahoma which do not exceed the rates contemporaneous- 
ly in effect to its local points in the same rate groups 
was illustrated by its witness as follows: 

For instance, we undertake to put the mills located at Oak- 
dale and De Ridder on just as good a basis, just as da rate 
to the San Antonio & Aransas Pass (Railway) as from points 
Ps the Southern Pacific to points on the San Antonio & Aransas 

ass. 

It appears further that all lines which extend from the 
lumber-producing section of Louisiana to Texas and Okla- 
homa except the Santa Fe apply the same rates from 
points on connecting trunk lines as from their local sta- 
tions in the same rate group. 

The Santa Fe asserts that the rate situation complained 
of is justified because it is able to supply its consuming 
territory from mills on its own line, and that by reason 
of its large investments in both the consuming and pro- 
ducing territory and the one-line hauls it is entitled to 
maintain lower rates from points on its line than from 
points on the Kansas City Southern or other connecting 
trunk lines. It is urged that if rates from Leesville are 
reduced corresponding reductions necessarily will follow 
from a large producing territory served by the Kansas City 
Southern and other connecting trunk lines. 

The position taken by the Santa Fe in this case is simi- 
lar to that which it has assumed in other cases. 

In Star Grain & Lumber Co. vs. A., T. & S. F. Ry. Co., 
14 I. C, C., 364 (The Traffic World, July 25, 1908, p. 65), 
the right of the Santa Fe to cancel its joint through rates 
on lumber from points on the lines of connecting carriers 
in the same general territory here considered was denied. 
The conclusion in that case was that the Santa Fe was not 
justified in restricting the producing markets in which 
buyers might secure their lumber. In our report, at page 
367, it was said: 

Both the dealers and the mills may properly look to the car- 
riers serving those points of origin and destination to provide 
the facilities and to establish through routes and fair and rea- 
sonable rates for the movement. 

In Lumber Rates from Texas, Louisiana and Arkansas, 
Supra, the Santa Fe sought to increase rates on lumber 
from points of production in Texas, Louisiana and Arkan- 
Sas, received from connecting lines, to points in Okla- 
homa and Missouri. The contentions made in that case 
were similar to those urged in the instant case, and at 
Pace 474 we said: 
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The broad fundamental question involved in this case is 
whether the Santa Fe should be permitted to retain for itself 
the lumber market at points on its line for the benefit of pro- 
ducing points on its line to the exclusion of all others, except 
under a penalty of 3% cents per 100 pounds. We think this is 
an ex se of a carrier’s rate-making power far too arbitrary 
and selfish to be permitted under e act. As a matter of 
sound policy under the law, a carrier is not justified in at- 
tempting to restrict its traffic to movement between points on 
its own line. Through rates are published from lumber-produc- 
ing points on the Santa Fe to points of consumption on other 
lines allowing free movement at competitive rates; and, simi- 
larly, the Santa Fe should maintain competitive rates from 
connecting lines wherever it is possible to do so without loss. 

At the hearing, on brief, and in argument the Santa Fe 
refers to and relies upon Corporation Commission of New 
Mexico vs. Ry. Co., 34 I. C. C., 292 (The Traffic World, 
July 10, 1915, p. 56), to sustain its contention that it is 
justified in maintaining higher rates on lumber coming 
from producing points on connecting lines than it main- 
tains from mills on its own lines to points in consuming 
territory. In the case cited we reduced the rates from 
producing points in Texas, Louisiana and Arkansas to 
points in the Pecos Valley, New Mexico, and at page 313 
said: ; 

We do not feel warranted upon this record in disturbing the 
present relation of rates between producing points in Texas, 
Louisiana and Arkansas, or between producing points onthe 
line of the Santa Fe and its connections. 

In that case the differential basis was found to be in 
effect. The record contained no warrant to disturb it. 
Nothing said in that case justifies the assumption by the 
Santa Fe that the rate adjustment here complained of was 
sanctioned by the Commission. Rates on lumber from 
Santa Fe producing points in Louisiana to points in Texas 
and Oklahoma are not shown to be on an unduly low 
basis, and the practice of the Santa Fe in so publishing 
its rates that lumber from Leesville may reach markets on 
its lines in Texas and Oklahoma only under a rate handi- 
cap of from 3 to 5% cents per 100 pounds has not been 
justified. ~ 

Upon all of the facts of record we are of opinion, and 
find, that the present rates for the transportation of yellow- 
pine lumber in carloads from Leesville to the points in- 
volved in Texas and Oklahoma on the lines of the Santa 
Fe system are unjustly discriminatory to the extent that 
they exceed the rates in effect from points on the Santa Fe 
system in Louisiana in the Oakdale group to the same 
points. For the future we will require that the Kansas 
City Southern and Santa Fe maintain joint rates from 
Leesville to said points in Texas and Oklahoma no higher 
than the Santa Fe contemporaneously maintains from mills 
in Louisiana in the Oakdale group to the same points. 

The Chicago, Rock Island & Pacific Railway Co., Fort 
Smith & Western Railroad Co., Midland Valley Railroad 
Co., Missouri, Kansas & Texas Railway Co., and the Mis- 
souri, Kansas & Texas Railway Co. of Texas are named 
as defendants. In their joint answer to the complaint, 
the Kansas City Southern and Texarkana & Fort Smith 
assert their willingness to establish joint rates on the 
basis prayed for by complainant, but express objections to 
the establishment of such joint rates in connection with 
intermediate carriers, inasmuch as there exist direct con- 
nections between their lines and those of the Santa Fé. 
No evidence was introduced with respect to rates in con- 
nection with the intermediate carriers, and there appears 


' to be no reason why they should be included in the order 


for the maintenance of rates for the future. 
An order will be entered accordingly. 


RATES ON COTTONSEED 


CASE NO. 7031 (39 I. C. C., 141-146) 
CAPITAL CITY OIL CO. ET AL. VS. YAZOO & MISSIS- 
SIPPI VALLEY RAILROAD CO. ET AL. 


Submitted Jan. 18, 1915. Opinion No. 3603. 


Carload rates on cottonseed from points on defendants’ lines in 
the state of Mississippi to Baton Rouge and New Orleans, 
La., not shown to be unreasonable or unduly prejudicial. 
Complaint dismissed. 


W. M. Barrow for complainants; A. P. Humburg and F. W. 
Gwathmey for defendants. 


DANIELS, Commissioner: 

The complainants are the Capital City Oil Co. and the 
Terminal Oil Mill Co., corporations, manufacturing cotton- 
seed products at Baton Rouge and New Orleans, re- 
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spectively. Baton Rouge is served by the Yazoo & Mis- 
sissippi Valley Railroad, and New Orleans is served by the 
Yazoo & Mississippi Valley Railroad and the Illinois Cen- 
tral Railroad. These two carriers are the sole defendants. 

These complainants for some years prior to 1913 obtained 
their cottonseed largely from Louisiana and in particular 
from the northern and western part of that state. In the 
fall of 1913 the complainants were unable to obtain from 
their ordinary sources of supply the grade of cottonseed 
requisite to fill certain contracts which they had made. 
Accordingly they entered the territory in northern Mis- 
sissippi to secure seed of the necessary quality. It appears 
from the record that no considerable amount of cotton- 
seed is produced in Mississippi or Louisiana east of the 
Mississippi River and south of. Vicksburg. The complain- 
ants therefore felt obliged to secure seed in northern Mis- 
sissippi in competition with numerous Mississippi mills 
located in that region and in competition with mills in 
Memphis, which is only 11 miles north of the Mississippi 
line, and which is said to be the greatest market for cotton- 
seed in the United States. It appears that the average 
weighted distance traversed by the cottonseed from north- 
ern Mississippi to Baton Rouge was over 250 miles, and 
to New Orleans was about 320 miles. The average haul of 
cottonseed to local Mississippi mills is said to range from 
50 to 75 miles, and from this region to Memphis to average 
but little over 90 miles. The complainants therefore found 
themselves under the double disability of having to seek 
their supply in a new market and to ship the supply a 
much longer distance on the average than the inetrior 
Mississippi or Memphis mills, their main competitors. The 
complainants aver that the rates which were exacted of 
them were unreasonable per se, and were unjustly preju- 
dicial to themselves in comparison with the rates from 
northern Mississippi points to the local Mississippi mills 
and to the Memphis mills. Complainants therefore assail 
the rates on the ground of their alleged unreasonableness, 
and on the ground of their discriminatory character, and 
pray for reparation estimated at the excess charge over 
and above the charges collectible for like distances to 
Memphis or to the interior Mississippi mills from points 
in Mississippi. 

The Capital City Oil Co. also complains of undue preju- 
dice against itself in that rates on cottonseed originating 
at points on the Illinois Central in Mississippi consigned 
to Baton Rouge are based on the combination of local 
rates over the two carriers in question, whereas shipments 
originating at Mississippi points on the Yazoo & Mississippi 
Valley consigned to New Orleans move on continuous 
mileage rates, the two carriers treating shipments to New 
Orleans as though moving on one continuous line of rail- 
road. 

It appears from the record that Memphis is in the center 
of cottonseed producing territory, and that there are in 
Memphis some 11 cottonseed oil mills, and in Mississippi 
78 oil mills, 58 of which are located upon. the defendants’ 
lines. 

Owing to the ravages of the boll weevil the production 
of cottonseed south of the Alabama & Vicksburg Railway 
has very greatly decreased. Deprived of the supply in its 
more immediate vicinity, New Orleans has declined as a 
cottonseed market, there being at present but three active 
oil mills in New Orleans. It is also stated in the record 
that at present 25,000 tons would be a large receipt for a 
season at New Orleans, whereas seven or eight years ago 
New Orleans receipts ranged from 120,000 to 125,000 tons 
per year. Complainants contend that they were at an 
average disadvantage in the matter of rates of something 
like $1 per ton in comparison with the mills in northern 
Mississippi and Memphis. After complainants’ entry into 
this market as buyers of seed the price per ton rapidly 
increased $2 or $3 over the ruling price before complain- 
ants came into this region. They admit, however, that 
by their purchases in this general region they succeeded, 
despite the freight rates paid, in filling their contracts 
without pecuniary loss to themselves. 

The Mississippi state rates were fixed by the state com- 
mission in 1900. Under this scale the maximum rate is 
12 cents per 100 pounds, or $2.40 per ton, carloads, ap- 
plicable for distances over 200 miles up to 300 miles. The 
defendants made this state scale effective under protest; 
but on representation by the Memphis mills that unless 
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they were accorded equally favorable rates it would be 
necessary to remove the Memphis mills to Mississippi, the 
carriers put in from Mississippi points to Memphis rates 
which were essentially the equivalent of the Mississippi 
mileage scale. Until the shipments embraced in this com- 
plaint moved, there had been, so far as the record shows, 
no complaint against the rates southbound to Baton Rouge 
or New Orleans. The burden of proof to show that the 
rates complained of are unjust and unreasonable lies upon 
the complainants. 

The evidence against the reasonableness per se of the 
rates exacted is not persuasive. Articles such as sugar and 
corn, the rates on which are compared with those on cot- 
tonseed, are admittedly not competitive with cottonseed. 
The transportation conditions and other circumstances at- 
tending the transportation of .the articles compared ars 
not put of record. Nor is the evidence convincing which 
is built upon a comparison of rates upon cottonseed into 
mill points and the estimated revenue on the outbound 
products from the mill points, inasmuch as the destination 
of the products is necessarily conjectural. It appears that 
upon the complainants’ cottonseed carried to Baton Rouge 
the average charge was about $3.02 per ton, or 15.1 cents 
per 100 pounds. The average charge upon the cottonseed 
to the complainants at New Orleans was $3.347 per ton, 
or 16.7 cents per 100 pounds. In Louisiana cottonseed 
rates on the Louisiana Railway & Navigation Co. are $3 
per ton, or 15 cents per 100 pounds, for distances over 170 
miles; and over the Texas & Pacific Railway for 210 miles 
or over, 15 cents per 100 pounds, or $3 per ton. It would 
not appear, therefore, that the rates actually paid are 
materially in excess of the rates applicable for hauls within 
Louisiana, where complainants formerly obtained a large 
part of their cottonseed. For comparison of the rates 
charged complainants with rates in effect in this general 
territory the following tables are of service: 


TABLE A. 
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Texas & Pacific rates in Z 
LowisienG?: 656 © isiccees-t 15 15 

YY. & a8 . Vases - ae 
LOUIE cusses ceeds. ao 
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1. G. interstate scale..... 19% 20 20% 21 21% 22% 
y. & M. V. interstate ; 
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*Maximum rate under scale is 12 cents for one-line haul. 
+Maximum rate for one-line haul, under order of state com- 
mission, is 15 cents. 


‘Defendants’ rates shown in the tables above are not ‘mileage 
rates, but are specific rates from specific points, some of which 
are published in cents per 100 pounds and others in dollars and 
cents per ton, ' 


The rates of the Yazoo & Mississippi Valley Railroad, 
which are the rates involved in the reparation claims 
herein, are not materially higher than the rates prescribed 
by the Commission in Florida Cotton Oil Co. vs. C. of Ga. 
Ry. Co., 19 I. C. C., 336 (The Traffic World, Aug. 13, 1910, 
p. 253); in Memphis Freight Bureau vs. St. L. S. W. Ry. 
Co., 20 I. C. C., 33 (The Traffic World, Jan. 14, 1911, p. 73); 
or in Memphis Freight Bureau vs. St. L., I. M. & S. Ry. 
Co., 22 I. C. C., 548 (The Traffic World, March 23, 1912, 

. 529). 

“ We therefore find and determine that complainants have 
not shown that the rates charged and collected upon the 
shipments involved are unjust or unreasonable. 

The allegation of undue prejudice and disadvantage was 
based essentially upon a comparison of the rates exacted 
for the distances covered by the shipments made by com- 
plainants as compared with the rates for similar distances 
under the Mississippi scale or under the interstate tariff 
applicable from Mississippi points to Memphis. It would 
seem, however, that of the 57 cars shipped by the Capital 
City Oil Co. all but two moved for distances of over 242 
miles, and that the average weighted haul was 254.7 miles. 
It similarly is in evidence that of the 75 cars transported 
for the New Orleans Terminal Oil Mill Co. the shortest 
haul was 263 miles, and the average weighted haul was 
321.2 miles, the maximum being 379 miles. On the other 
hand, the record shows that the mills in the interior of 
northern Mississippi and the mills at Memphis transport 
their cottonseed a very much shorter distance, the average 
haul to Memphis being, as heretofore indicated, but 93 
miles, and the haul to interior Mississippi mills not over 
75 miles on the average. It also appears that practically 
no cottonseed at all is shipped in by the Memphis mills or 
the mills in northern Mississippi from the region south 
of the Alabama & Vicksburg Railway. 

An exhibit introduced by defendants showing the move- 
ment of cottonseed into Memphis over the lines of both 
carriers from Sept. 1, 1918, to June 20, 1914, showed that 
the farthest point from which Memphis drew seed was 
Aberdeen, 261 miles distant, the amount of said shipment 
being 29 tons. In reality, therefore, the two complainants, 
before they obtained cottonseed at all, had to reach out a 
distance as great as the maximum distance from which 
their Memphis competitors secured any part of their sup- 
ply. In other words, the minimum haul to Baton Rouge 
and New Orleans was greater than the maximum haul to 
their competitors’ mills at Memphis. The rates, therefore, 
which the two complainants paid cannot be directly com- 
pared with rates which their competitors actually paid, 
but with rates which it is averred their competitors would 
have had to pay if their competitors had shipped over 
equally long distance. In other words, we have here essen- 
tially a comparison of actual rates with paper rates, and 
this affords a very insecure basis for a finding of undue 
or unlawful prejudice against the complainants. This view 
is reinforced by the fact that the published interstate rate 
to Memphis for a distance of 300 miles is 15 cents as 
against 15.1 cents, the average charge per 100 pounds on 
shipments to Baton Rouge, and 16.7 cents, the average 
charge per 100 pounds on the haul to New Orleans. 
Furthermore, for two-line hauls from points in Mississippi 
to Memphis rates are substantially higher than those ef- 
fective over the lines of the defendants before us. 

The carriers allege also that the situation of Memphis 
as regards the transportation of cottonseed is unique; that 
Memphis is the greatest market in the country for cotton- 
seed and its products; that it is the heart of the cotton- 
seed producing territory; that it is the focus of cottonseed 
traffic from all directions, attracting seed from Tennessee 
and Arkansas as well as from the region south of Mem- 
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phis; that rates to Memphis are influenced not only by 
market and carrier competition but also by actual wagon 
competition and by actual or potential competition by 
water not only on the Mississippi River, but. on other 
streams that thread this cotton-growing region. There 
would seem to be some substantial force in this conten- 
tion that the Memphis market is one differentiated from 
Baton Rouge and New Orleans by a variety of circum- 
stances which make low rates for the short haul into 
Memphis warranted by reason of the extreme density of 
this traffic. 

On the other hand, we are not disposed to attach any 
compelling weight to the carriers’ contention that the 
cottonseed rates in Mississippi or from Mississippi to Mem- 
phis are involuntary rates. Involuntary rates they were 
at the beginning and within the state of Mississippi, but 
the carriers’ practical acquiescence therein and their sub- 
stantial extension thereof across the Mississippi state line 
and their maintenance on the present level since 19900 
dispose of the contention that these rates are now in- 
voluntary. Nor do we attribute any considerable weight 
to the allegation that transportation of cottonseed for 
longer distances, involving its transfer from one division 
of the road to another, makes the haul more expensive 
than for short distances embraced within a single division 
of the road. The fact that normal transportation costs 
decline per ton-mile the greater the distance traversed is 
too firmly established to admit that this cottonseed traffic 
is an exception to the general rule without proof very 
much stronger than any the record affords. Equally lack- 
ing in cogency is thé carriers’ contention that they must 
be considered as distinct operating entities. The control- 
ling interests of both carriers are known to be the same. 
In too many instances they operate their lines as though 
they were under single control to allow us to admit that 
as regards this particular traffic the making of rates should 
be based upon the theory that two independent carriers 
are involved. x 

The contention, therefore, which the Baton Rouge com- 
plainant makes that it is subjected to undue prejudice by 
reason of the fact that on traffic originating, or that might 
originate, at Illinois Central points in Mississippi the rates 
to Baton Rouge are made on combination, whereas on ship- 
ments originating at Yazoo & Mississippi Valley points in 
Mississippi consigned to New Orleans via the Illinois Cen- 
tral rates are made upon the continuous mileage of the 
originating carrier, is well founded. The record, how- 
ever, seems to present no case where traffic actually did 
originate at Mississippi points on the rails of the Illinois 
Central, nor are we asked to establish from particular 
points on that carrier in Mississippi joint rates to Baton 
Rouge. To such joint rates made on the continuous mile- 
age scale of the originating carrier Baton Rouge is clearly 
entitled, and the defendants herein will be expected to 
reform their tariffs to effect this result. 

We are of opinion and find that the undue prejudice and 
disadvantage alleged by complainants to exist against 
Baton Rouge and New Orleans in the matter of shipments 
here involved has not been proved. Even comparing the 
actual rates paid with lower paper rates which their com- 
petitors would theoretically have to pay for the same dis- 
tancé, we are of opinion that it has not been proved that 
the discrimination, if any, in favor of Memphis or the 
interior mills in northern Mississippi is undue or un- 
lawful. 

The complaints will accordingly be dismissed and rep- 
aration denied. 


A CORRECTION. 

In The Traffic World of April 15, page 790, it was er- 
roneously stated that the Commission, in disposing of the 
complaint of the Vacherie Cypress Company vs. Texas & 
Pacific et al., No. 7956, and Sub-No. 1, Opinion No. 3522, 
38 I. C. C., 539-40, held the Texas & Pacific to have done 
the misrouting of cypress lumber from Vacherie, La., to 
Youngstown and Washington C. H.,O. The New Oeleans, 
Texas & Mexico is the carrier held to have misrouted, the 
agent at Baton Rouge having changed the billing. Rep- 
aration amounting to about $11.32 was awarded in the 
two cases. 
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ADAMSON-JAMES CORRESPONDENCE 


The following correspondence is that before referred to 
in The Traffic World as having passed between W. C. 
Adamson, chairman of the House committee on interstate 
and foreign commerce, and Francis B. James, chairman 
of the committee on commerce, trade and commercial 
law of the American Bar Association, with reference to 
the Pomerene bill of lading bill and the hearing desired 
thereon before Mr. Adamson’s committee, just prior to 
the hearing finally granted on April 13, after much effort 
and unpleasantness: 





Hon. William C. Adamson: 

Dear Sir: I beg to call your attention to Pomerene 
Senate bill 19 on bills of lading. This measure originated 
with the commissioners on uniform state laws, and after 
five years’ thorough discussion by railroads, shippers and 
bankers, it was agreed to in September, 1909, and was 
satisfactory to all three interests. As pertaining to intra- 
state commerce it has now been passed by fifteen states 
and one territory. 

As an interstate and foreign commerce matter it has 
been indorsed by the American Bar Association for sev- 
eral consecutive years. It has now three times passed 
the Senate unanimously. 

It has been indorsed by practically every commercial 
organization of the United States, and particular attention 


is called to the fact that it has been indorsed by the 


following international and national associations: 

Fifth International Congress of Champers of Commerce 
and Commercial and Industrial Associations; 

The Chamber of Commerce of the United Siates; 

The National Industrial Traffic League; 

The Grain Dealers’ National Association; 

The Millers’ National Fed@ration; 

The American Bankers’ Association; 

The National Association of Tanners; 

The National Implement and Vehicle Manufacturers’ 
Association; 

The National Paint, Oil and Varnish Association; 

The National Piano Manufacturers’ Association; 

The National Poultry, Butter and Egg Association; 

The National Shoe Wholesalers’ Association: 

The National Electric Lamp Association; 

The National Petroleum Association; 

The Council of Grain Exchange of North America. 

This same measure as it passed the Senate the first 
and second time contained three sections which met with 
some criticisms from the Interstate Commerce Commis- 
sion. These three sections were eliminated in Pomerene 
Senate bill 19 and said measure as it has now passed the 
Senate has eliminated the sections as to which the Inter- 
state Commerce Commission had criticisms. 

There has been some suggestion that this measure he 
consolidated under a general resolution for an investiga- 
tion of interstate and foreign commerce matters looking 
to amendment of the interstate commerce act. Pomerene 
Senate bill 19 does not come within’ the scope of such 
proposed investigation. 

I believe I am safe in saying that there has never been 
any legislative measure ever presented to any legislative 
body in American history which has been more thoroughly 
discussed than the subject matter of Pomerene Senate 
bill 19. 

I know of no measure which more fitly complements 
the Federal Reserve act than Pomerene Senate bill 19 on 
bills of lading. 

I know of no measure that comes more nearly into 
actual accord with the commercial usages and customs 
(commonly called the law merchant) than does Pomerene 
Senate bill 19. In the great movement exemplified by the 
last Pan-American Financial Congress for uniformity of 
commercial law throughout the world I know of no meas- 
ure which is in clearer harmony with the best thought 
throughout the commercial nations of the world than 
Pomerene Senate bill 19. 

This measure in the exact form in which it passed the 
Senate as Pomerene Senate bill 19 was duly indorsed by 
the American Bar Association at its meeting held in Salt 
Lake City, Utah, Aug. 17, 18 and-19, 1915. 

There were elaborate hearings on the subject matter 
of this bill in Senate Document 650, 62d Congress, second 


session. 
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If the matter is not clear to the members of the House 
committee on interstate and foreign commerce, I hope the 
committee will arrange for an early hearing. 

Yours truly, 
Francis B. James. 

Washington, D..C., March 28, 1916. 

P. S.—Senate Report No. 149, 64th Congress, first ses- 
sion, Feb. 15, 1916, will be found of interest. 





Hon. Francis B. James: 

Dear Sir: I have your favor of the 28th instant touch- 
ing Senate bill No. 19. I shall be glad to give due con- 
sideration to your letter, and as soon as possible bring 
the matter to the attention of the committee. The com- 
mittee has .given attention to that subject for the last 
fifteen years and in all probability will do so again during 
the present Congress, but we can’t do everythinz at once. 
We have a great deal to do more pressing than that, 
especially in view of the fact that the Interstate Com- 
merce Commission has repeatedly advised us that by the 
amendment of 1910 the Commission was vested with suffi- 
cient authority so that there is no special exigency about 
bills of lading. 

Yours truly, 
W. C. Adamson. 

Washington, D. C., March 30, 1916. 





Hon. William C. Adamson: 

My Dear Judge: In the matter of Pomerene Senate bill 
19 on bills of lading, I am in receipt of your favor of 
March 30. 

Of course, there are a great number of phases of the 
so-called bill of lading problem, some of which pertain 
directly to the bill of lading, as such, and others of which 
pertain more largely to modification of the common Jaw 
obligations as between shippers and carriers. The former 
subject, however, has never been dealt with by any law 
as yet passed by Congress. The latter subject, however, 
has been dealt with by Congress a number of times in 
the last fifteen years, as you say in your letter. The 
Carmack amendment was passed June 29, 1906, and dealt 
with the subject of bills of lading so far as fixing a right 
of action against the initial carrier as to loss or damage 
caused by the connecting carrier. This was further 
amended by the Cummins amendment of March “‘, 1915, 
as affecting released values. 

The act of June 18, 1910, provided that carriers should 
prescribe just and reasonable regulations and practices 
as to the issue, form and substance of bills of lading, and 
on failure to do so the Commission might. 

The uniform state act, which is the basis of the Pom- 
erene Senate bill 19, originally contained three sections 
pertaining to the form and contents of bills of lading. 
These three sections were in the Pomerene bill as it 
passed the Senate on two previous occasions. I fully 
discussed these three secfions with the Interstate Com- 
merce Commission, and objections were made to ihese 
three sections on the ground that they were covered by 
the act of June 18, 1910. There was much weight to 
this criticism, and when the matter was again vresented 
by me as chairman of the committee on commercial law 
of the American Bar Association to that body, I presented 
the measure with these three sections omitted. Senaior 
Pomerene introduced his Senate bill 19 in the precise 
language of the bill indorsed by the American Bar Asso- 
ciation, and said Senate bill 19 omitted the three sections 
which had been a part of the two former Pomerene bills 
which had passed the Senate. 

I understand, in view of the fact that these three sec- 
tions were omitted, the Interstate Commerce Commission 
has offered no objections to the Pomerene Senate bill 19 
stating that it covered subjects not heretofore covered 
by law and as to which the Interstate Commerce Commis- 
sion had no concern. 

A bill of lading is one of the most important of shipping 
documents, and its negotiability is of great service to 
shippers, enabling them to market their crops and output, 
particularly such commodities as cotton, grain, lumber, eic. 

I have given a great deal of study to the subject, hav- 
ing been chairman of the committee on commercial law 
to the commissioners on uniform state law for seven 
years, and during which peried of time four uniform com- 
mercial acts were framed, including the intrastate bill of 
lading legislation. 
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I have been chairman of the committee on commercial 
law of the Ameriean Bar Association for an equal number 
of years. The name of that committee was changed last 
summer to the committee on commerce, trade and com- 
mercial law. 

It is my present opinion, and the opinion of the large 
commercial interests, that there is a great urgency for the 
passage of this measure. The commercial world has been 
trying to get a measure of this character for a long time. 

In view of our expanding foreign commerce, a measure 
of this kind would be of great benefit to American com- 
merce. In my opinion this measure is one of the greatest 
importance and is to be ranked with such acts as the 
Interstate Commerce act, the Federal Trade Commission 
act, the Clayton act and the Federal Reserve act. 

In my letter of March 28 I pointed out that this meas- 
ure has been indorsed by practically every commercial 
organization of the United States, and I gave the names 
of national and international organizations which had in- 
dorsed it. 

Your suggestion that you cannot do everything at once 
is well taken, but here is a measure of great national 
importance, not merely to our domestic commerce, Dut 
to our foreign commerce. 

I know how busy you are and do not like to intrude 
upon your time, but if you will give me an opportunity 
I would like to sit down with you at such time and place 
as you may designate and go over the matter with you 
in detail. 

I am inclosing you herewith copy of the report of the 
committee on commercial law of the American Bar Asso- 
ciation to that body at Salt Lake City, Utah, Aug. 17 to 19, 
1915, and wish to call your attention to the matter ap- 
pearing at pages 3 and 4. 

Yours very truly, 
Francis B. James. 

Washington, D. C., March 31, 1916. 





Hon. William C. Adamson: 

My Dear Judge: In the matter of Pomerene Senate bill 
19 on bills of lading, I herewith thank you to let me know 
whether it is possible to have a special meeting of your 
committee in the afternoon of Wednesday, April 12, to 
receive a large delegation of legal and commercial inter- 
ests who are interested in this measure. If you can ar- 
range this meeting it will be greatly appreciated, I assure 
you, by organizations representing five hundred thousand 
shippers who have indorsed the principles of this measure. 

Thanking you for your prompt answer, I am 

Yours sincerely, 
Francis B. James. 

Washington, D. C., April 5, 1916. 





Hon. Francis B. James: 

Dear Sir: I have your favor of the 5th instant asking 
for a special meeting of this committee on Wednesday 
afternoon, April 12. I regret to advise you that is im- 
possible. Our committee has a regular program for 
attending to business, and it will probably reach the sub- 
ject of interstate commerce regulation before many 
months, and I have already advised you that you will be 
given due and timely notice when we reach the subject 
mentioned in your: letter. The committee cannot do 
everything at once, and it can’t sit during the sessions 
of the House. 

Yours truly, 
W. C. Adamson. 

Washington, D. C., April 6, 1916. 





Hon. William C. Adamson: 

Dear Sir: In the matter of Pomerene Senate bill 19, 
bills of lading, I am in receipt of your favor of April 6. 
I notice that your committee “will probably reach the 
subject of interstate commerce regulation before many 
months.” By that time Congress will have adjourned and 
the inaction of the House committee on interstate and 
foreign commerce will have killed this much-needed legis- 
lation for a third time. 

Bar associations and commercial organizations repre- 
senting at least five hundred thousand shippers and others 
have indorsed this measure. These interests are growing 
impatient, and feel that this measure has been killed by 
inaction on the part of the House committee on interstate 
and foreign commerce. These interests are now thor- 
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oughly aroused and have carried the matter to the Presi- 
dent of the United States. The President has arranged 
to receive these representatives of five hundred thousand 
shippers and other interests. 

It will be necessary to point out to the President the 
fact that this bill has twice unanimously passed the United 
States Senate; that it has received the indorsement of 
five hundred thousand shippers and others, and that it 
seems impossible to get action on the part of the House 
committee on interstate and foreign commerce and that 
committee seems disposed to kill it a third time by non- 
action. 

I know that you will at least do the courtesy to receive 
this same delegation if such delegation calls on you. This 
delegation would like to call on you Wednesday afternoon, 
April 12. I will thank you if you will advise me whether 
you will receive such delegation. I know of no more 
important measure before the country. This measure has 
been indorsed five successive times by the American Bar 
Association and has been indorsed numerous times by the 
National Industrial Traffic League and has been indorsed 
by the Chamber of Commerce of the United States, rep- 
resenting three hundred thousand members, and by prac- 
tically every national and local commercial organization 
in the United States. 

I do not want you to take this letter as in any sense a 
criticism, but I do not think you really realize the prac- 
tically universal demand for this measure. This measure 
as an intrastate measure has been indorsed by the com- 
missioners on uniform state laws in national conference, 
which body is made up of representatives appointed by 
the governors of practically every state in the union avd 
other territories, isthmian and insular possessions. AS 
an intrastate measure it has already passed the legis- 
latures of fifteen states and one territory. 

Yours very sincerely, 


Francis B. James. 
Washington, D. C., April 7, 1916. 





Hon. Francis B. James: 

Dear Sir: I have your favor of this date, handed to 
me by a young lady. I know of no power to prevent your 
carrying the matter to the President, if you so insist, but 
if you or your delegation advise-the President that you 
have not had due courtesy and consideration from this 
committee I shall send a copy of this letter to precede 
you to contradict the statement. This committee has a 
number of times considered the main proposition in the 
Pomerene bill, passed it through the House once or twice, 
and finally, in 1910, in amending the Act to regulate com- 
merce, we disposed of the matter by giving to the inter- 
state Commerce Commission full jurisdiction over the 
form and substance of bills of lading. The Senate has 
several times hastily passed the Pomerene bill without 
much consideration, and every time it has come to this 
committee we have referred it to the Interstate Commerce 
Commission and received the emphatic reply that no fur- 
ther legislation was needed for bills of lading. When it 
came over this time Mr. Secretary of the Treasury: McAdoo 
and I had several conferences about it with a view to 
arranging better to verify and secure foreign bills of 
lading, but Mr. MeAdoo went off to South America before 
we could perfect the conferences. 

This is a very busy session of Congress and we are 
trying to put through, at the suggestion of the President, 
a joint resolution for a joint committee to consider the 
entire subject of transportation. Whether that will be 
adopted or not I don’t know, but I think it will, and if 
it is all of these questions would be referred to that 
committee. This bill, I think, among others, awaits the 
disposition of that joint resolution, if not otherwise ob- 
structed; but the committee has been hard at work all 
the time that the continuous sessions of Congress wouid 
permit, trying to dispose of the bills referred to it. We 
have lost no time, and we have reported a considerable 
number of. bills. We can’t do everything at once. We 
have made a program, copy of which I inclose, and shali 
also send the President a copy, showing that in due time 
we expect to reach the Pomerene bill and about ‘fty 
others, proposing to regulate interstate commerce. 

I respectfully submit that the President has too much 
urgent business for you to burden him with the consid- 
eration of this matter. I am sure he has confidence in 
this committee and that the House has, and that perhaps 
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your best and orderly way would be to follow this com- 
mittee. There are a gréat many other bills whose authors 
and supporters are just as much entitled to consideration 
as the authors and supporters of the Pomerene bill, though 
they are not all as insistent, but some of them are. 

I hope you will not mislead your delegation into stating 
to the President that this is a committee of “inaction,” 
as intimated in your letter, for the President will con- 
tradict that statement if it is made. This committee is 
never idle. Neither have you nor your clients any justifi- 
cation for saying that this “committee seems disposed to 
kill the bill a third time.” It is true it has not acted on 
it, but reasons have been stated to you sufficient to satisy 
any man or set of men. 

As to my receiving your delegation, I have never de- 
clined officially as chairman nor personally nor officially 
as a representative to receive and converse with any 
gentlemen who called either on personal or official busi- 
ness; but you should learn from the newspapers, if not 
otherwise, that the House is in almost continuous session, 
meeting at 11 in the morning and holding until 5:30 or 6, 
and sometimes with an evening session, and I don’t feel 
at liberty to make engagements to receive delegations. 
I have no doubt that if Joint Resolution No. 60 is not 
adopted the committee will be able to give your people 
a hearing before very long; but this committee feels its 
legislative responsibility, and would not hastily rush 
through with a bill without proper consideration. 


Yours truly, 
W. C. Adamson. 
Washington, D. C., April 7, 1916. 





I 
(To the above letter Mr. Adamson attaches the program his 
committee has adopted, but the Pomerene bill does not appear 
on this program.) 





Hon. William C. Adamson: 

My Dear Judge: In the matter of Pomerene Senate 
bill 19 on bills of lading, I am in receipt of your favor of 
April 7. Do not understand that anything I say in this 
letter is intended as any criticism in any personal sense. 


_I will take up the various propositions in your letter in 


their order. 

(1) In your letter you state as follows: 

“If you or your delegation advise the President that 
you have not had due courtesy and consideration from 
this committee I shall send a copy of this letter to precede 
you to contradict the statement.” 

I do not understand that any question of courtesy is 
involved, but I do want to frankly state that Pomerene 
Senate bill 19 and its two predecessors which passed 
the Senate have not had consideration at the hands of 
the House committee on interstate and foreign commerce, 
although I have always understood that an overwhelming 
majority of that committee looked favorably upon this 
measure. 

(2) You also state in your letter as follows: 

“This committee has a number of times considered the 
main proposition in the Pomerene bill, passed it through 
the House once or twice, and finally, in 1910, in amending 
the Act to regulate commerce, we disposed of the matter 
by giving to the Interstate Commerce Commission full 
jurisdiction over the form and substance of bills of lading.” 

I wish to beg to differ with you on this statement. The 
bill that you had under consideration was promulgated 
by the bankers. It did deal with some features of the Jaw 
dealt with by the Pomerene bill. The House bill that 
you have reference to was in no sense the Pomerene bill. 
The measure you have reference to had consideration in 
the House committee on interstate and foreign commerce 
before the bill which is the basis of the Pomerene bill 
had even been perfected. If you will stop and compare 
the measure thgt did pass the House at one time with 
the Pomerene bill you will very readily see the difference. 

(3) Requoting part of the above, you state in your 
letter: “we disposed of the matter by giving the Interstate 
Commerce Commission full jurisdiction over the form and 
substance of bills of lading.” 

In this you are again mistaken. The act of June 18, 
1910, did provide that the carriers should have reasonable 
rules and regulations as to the issuing, form and substance 
of bills of lading, and that if these were unjust and un- 
reasonable the Interstate Commerce Commission had 
power to prescribe just and reasonable rules and regu- 
lations as to the issuing, form and substance of bills of 
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lading. This had particular reference to the mere form 
of bills of lading and to the conditions on the backs ef 
bills of lading modifying the law of common carriers as 
to the reciprocal rights of carriers and shippers. It did 
not touch or deal with the subject matter of the Pomerene 
bill. The Act to make uniform the law of bills of lading 
perfected by the commissioners on uniform state laws 
for intrastate commerce did contain three sections which 
went to the matter of the contents and form of bills of 
lading. Because the Interstate Commerce Commission be- 
lieved that it had jurisdiction over the said matters cov- 
ered by these three sections these three sections were 
omitted from the Pomerene bill as it passed the Senate 
the third time. 

I have had many interviews with the Interstate Com- 
merce Commission, and, because of the objections per- 
sonally expressed to me and because of correspondence 
had with you, of which I was shown copies, these three 
sections were omitted from the Pomerene bill as it first 
passed the Senate and are no longer in the Pomerene bill 
and are not contained in the Pomerene bill 19 which is 
now before the House committee. 

(4) In your letter you state as follows: 

“The Senate has several times hastily passed the Pome- 
rene bill without much consideration.’ 


I must differ radically with you on this subject. From 
1902 to 1910 I was a member of the Ohio commission on 
uniform state laws, and during that period of time I was 
a member of the commissioners on uniform state laws 
in national conference. For eight years I was a member 
of the committee on commercial law of the commission- 
ers on .uniform state laws in national conference, and 
for seven years of the, time I was chairman of that com- 
mittee.. In 1905 the commissioners on uniform state laws, 
under the direction of the committee of which I was chair- 
man, began the preparation of the bill to make uniform 
the law of bills of lading and perfected the same in Au- 
gust, 1909. This measure was thrown open to public dis- 
cussion, in which every interest was represented. The 
Trunk Line Association appointed a committee on bills 
of lading and elected three eminent counsel to represent 
that committee. That committee’s counsel attended these 
open meetings and open discussions on the subject. When 
the bill was perfected in August, 1909, it met the unani- 
mous approval of shippers, bankers and the counsel for 
the committee on bills of lading of the Trunk Line As- 
sociation. It was then reindorsed at a general meeting 
in Chicago in September, 1909, at which were present 
representatives of shippers, carriers and bankers from all 
parts of the United States. I am safe in saying that no 
piece of American legislation had more careful, thoughtful 
or exhaustive discussion than had this measure. These 
discussions did not take place in a back room, but were 
held in public places and special invitations were issued 
to all interests. 

This bill has been five times indorsed by the American 
Bar Association, which organization is made up of lead- 
ing lawyers from every part of the United States. 

The Senate did not pass the Pomerene bill without con- 
sideration. Elaborate public hearings were held by the 
Senate committee on interstate and foreign commerce in 
February, March and April, 1912. The hearings before 
this committee are reported in Senate Document 650, 62d 
Congress, second session. Every phase of this question 
was thrashed out before that committee. 

I do not understand what you mean by the Senate )av- 
ing “hastily passed the Pomerene bill.” At each of the 
three times this measure passed the Senate it was on 
the Senate calendar for a considerable period cf time, ard 
it was given great publicity in all the leading commercial 
and industrial newspapers and periodicals throughout this 
country. There never was a dissenting vote in the Senate 
on the measure. It has now been indorsed by bar asso- 
ciations, commercial organizations representing at least 
five hundred thousand shippers, and others. 

(5) In your letter you state as follows: 

“Every time it has come to this committee we have 
referred it to the Interstate Commerce Commission and 
received the emphatic reply that no. further legislation was 
needed for bills of lading.” 

This measure, Pomerene Senate bill 19, does not deal 
with subject matters before the Interstate Commerce Com- 
mission, but deals with the general law upon the subject. 
So far as the powers of the Interstate Commerce Com- 
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mission are concerned it needs no further legislation so 
far as the issue of bills of lading themselves are concerned. 
There is a crying and pressing need, however, for legisia- 
tion such as. Pomerene Senate bill 19. 

(6) You also state in your letter: 

“When it came over this time Mr. Secretary of the 
Treasury McAdoo and I had several conferences about it, 
with a view to arranging better to verify and secure for- 
eign bills of lading, but Mr. McAdoo went off to South 
America before we could perfect the conference.” 

You have known of Pomerene Senate bill 19 for some 
four years, the same having passed the Senate three 
times, and each time it came before your committee in 
the House. You have also been informed from time to 
time of the interest of the commercial organizations. You 
have never invited a conference of the commercial organ- 
izations. After the bill went over both the first and second 
times I called you up by telephone a number of times to 
try to secure a conference with you, but I was refused 
a conference. I have written you since expressing my 
willingness to discuss its features, but I have never yet 
received an invitation to take it up with you in detail. 
What you proposed with Mr. Secretary McAdoo is all 
right and good, but this does not in any wise conflict 
with Pomerene Senate bill 19. 

(7) In your letter you state as follows: 

“This is a very busy session of Congress and we are 
trying to put through, at the suggestion of the President, 
a joint resolution to consider the entire subject of trans- 
portation. Whether that will be adopted or not I don’t 
know, but I think it will, and if it is all of these questions 
would be referred to that committee. This bill, I think, 
among others, awaits the disposition of that joint resolu- 
tion, if not otherwise obstructed, but the committee has 
been hard at work all the time that the continuous ses- 
sions of Congress would permit, trying to dispose of the 
bills referred to.” a 

I do not agree with you that Pomerene Senate bill 19 
has anything to do with the joint resolution to which you 
refer. I am familiar with this joint resolution and the 
subject matter thereof. 

(8) You also say in your letter: 

“We have lost no time and we have reported a consid- 
erable number of bills. We can’t do everything at once. 
We have made a program, copy of which I inclose, and 
shall also send the President a copy, showing that in due 
time we expect to reach the Pomerene bill and about fifty 
others proposing to regulate interstate commerce.” 

The Pomerene bill stands on its own bottom. I do not 
know under which of the six heads you classify the 
Pomerene bill. None of the bills to which you refer have 
had any hearings, nor has there been years spent upon 
their preparation. Pomerene Senate bill 19 was discussed 
in committee and conference by the commissioners on 
uniform state laws for four solid years. The same has 
been discussed in the legislatures of fifteen states and 
one territory and passed. 

The Pomerene bill was fully discussed before the Sen- 
ate committee on interstate and foreign conimerce. 

It has been discussed by practically every commercial 
organization in the United States. The sentiment of the 
commercial organization is unanimous. Organizations rep- 
resenting over five hundred thousand shippers and others 
have indorsed the measure. I take it there is not a bill 
on your calendar that occupies the status that the Pome- 
rene bill does. 


(9) In your letter you state as follows: 


“I respectfully submit that the President has too much 


urgent business for you to burden him with the consid- 
eration of this matter.” 

I know how busy the President is and the conscientious 
consideration that he gives to every problem presented 
to him. The President, however, s2ems ‘o differ with vou, 
because the President realized that Pomerene Senate bill 
19 was urgent business, and because the President hes 
extended an invitation for this conference on the matter 
being presented to him. 

(10) In your letter you state as follows: 

“T am sure he (the President) has confidence in this 
committee and that the House has and that perhaps your 
best and orderly way would be to follow this committee.” 

All the interests represented ‘n this matter have at- 
tenipted to follow the orderly way for the last four years. 
It has been repeatedly stated that because you personally 
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were opposed to this measure that you have prevented 
it from being taken up for consideration by the House 
committee. Do not understand that I am saying this in 


. any harsh sense. You have a perfect right to have your 


views on this matter, but nobody thinks, because of your 
personal views, you should prevent this measure being 
given consideration by the House committee on interstate 
and foreign commerce. You say the President has con- 
fidence in the House committee and the House has con- 
fidence in its committee. I have confidence in the House 
committee on interstate and foreign commerce and have 
confidence that the committee will report the measure out 
if it ever gets a chance to act on it. 

I am also convinced that if you would consider this 
matter from every aspect, free from any previous preju- 
dices that you may have had on the subject, you would 
also support the measure. I have expressed a willingness, 
if you would only extend an invitation, to call on you 
and canvass this measure from top te bottom. I have 
practically lived with this subject for eleven years and 
know its every detail, whether frorn a legal, economic or 
commercial, point of view. 

(11) You also say in your letter: 

“There are a great many other »ills whose authors and 
supporters are just as much entitled to consideration as 
the authors and supporters of the Pomeren?>? bill, though 
they are not all so insistent, but some of them are.” 

The only criticism that I have of the commercial in- 
terests and the criticisms I have of myself is that { have 
not been sufficiently insistent for the last four vears. 
Patience, however, has ceased to te a virtue and I want 
to plead guilty to your charge of insistency at the present 
time. 

(12) In your letter you also state as follows: 

“T hope you will not mislead your delegation into stating 
to the President that this is a committee of ‘inaction,’ 
as intimated in your letter, for the President will con- 
tradict this statement if it is made.” 

I have not charged that your committee was a com- 
mittee of “inaction,” but I do state that, so far as the 
Pomerene bill is concerned, it has been guilty of “inac- 
tion.” 

(13) You also say in your letter: 

“Neither have you nor your clients any justification for 
saying that this ‘committee seems disposed to kill the bill 
for a third time.’ It is true it has not acted on it, but 
reasons have been stated to you sufficient to satisfy any 
man or set of men.” 

You say that it is true that this bill has not been acted 
on. It is three times true, because on the first two oeca- 
sions it passed the Senate it was impossible to get any 
action by your committee. I called you frequently by 
telephone, trying to arrange a hearing, and you turned 
me down each time. We have tried to get action a third 
time and have been turned down. 

I do not believe that reasons have been given to satisfy 
any man or set of men. On the contrary, I know that 
nobody is satisfied and no set of men is satisfied. 

You close your letter in reference to receiving a delega- 
tion. There will be representatives of the American Bar 
Association, the Chamber of Commerce of the United 
States, the National Industrial Traffic League and numer- 
ous other commercial organizations in Washington on 
Wednesday, April 12, for a conference and will accept 
the invitation of the President to call on him and discuss 
this Measure. 

These gentlemen are all extremely busy, and while they 
are here they want to call on you. If you will receive 
them on Wednesday afternoon, April 12, they will be 
delighted to come to see you. I am quite sure that a 
personal talk will clear up all misunderstanding. The 
great difficulty I have had in my efforts in the last four 
years is to get even a personal interview with you, al- 
though I have frequently telephoned you. I have not 
tried this year by telephone to make an appointment with 
you, because it seemed to be useless. 

(14) The last sentence of your letter states as follows: 

“IT have no doubt that if Joint Resolution No. 60 is not 
adopted the committee will be able to give your people a 
hearing before very long.” 

I respectfully submit that Joint Resolution No. 60 has 
nothing whatever to do with Pomerene Senate bill 19. I 
do believe that a measure which has been adopted by 
the legislatures of fifteen states and one territory, and 





Th eT e Fy 





1008 THE TRAFFIC WORLD 


which has been fully considered by the Senate committee 
on interstate and foreign commerce and has three times 
passed the United States Senate unanimously and has 
been three times in the hands of the House committee 
on interstate and foreign commerce should receive early 
consideration. 

(15) The concluding part of the last sentence to your 
letter reads as follows: 

“But this committee feels its legislative responsibility 
and would not hastily rush through with a bill without 
proper consideration.” 

I fully realize that your committee does feel its legis- 
lative responsibility, and properly so, and nobody is ask- 
ing your committee to rush through a bill without proper 
consideration. The complaint of the shippers, lawyers 
and others interested is that they have been unable to 
get consideration all these years. 

I ao not want you to misconstrue this letter. I know 
you want me to be just as frank with you as you have 
been with me. I hope that your long letter to me and 
this long answer thereto will clarify the situation and 
remove misunderstandings. 

With the compliments of the season, I am, 

Yours sincerely, 
Francis B. James. 


Washington, D. C., April 8, 1916. 





Hon. Francis B. James: 

Dear Sir: I was a little surptised this morning to re- 
ceive your letter of the 8th instant. I thought, from the 
peculiar course you adopted in sending your ultimatum 
by a messenger and then rushing into the press with half 
of the correspondence, that you had determined to rely 
upon your driving methods on the committee and that 
further diplomacy was at an end. I have requested the 
Times, in view of your peculiar tactics, to print the other 
half of the correspondence, which I hope they will do 


to-day. 

I observe from your long letter that you are pleased 
to differ from my statements on several subjects, but I 
can’t help that—I regret it, however. 

There is only one thing in your letter which I care to 
notice at all, and you state that twice, laying stress on 
the statement that you had tried repeatedly by telephone 
to make engagements with me and had failed. I have 
a pretty good recollection, but I don’t recollect any such 
a fact as that. You could have had a respectful reception 
any time you appeared. I am not always at liberty to 
make personal engagements, but I can be found at the 
committee rooms usually from 8 o’clock in the morning 
until 11 o’clock at night and see scores, and sometimes 
hundreds, of people in a day. If the gentlemen you speak 
of coming over Wednesday, or any other gentleman, hav- 
ing any business, public or private, requiring an interview 
with me, or if they think enough of me personally to call 
on me without any business they will certainly receive 
a cordial reception. Your suggestion, however, that the 
committee hold a special meeting Wednesday afternoon 
to have a hearing is out of the question. It is contrary 
to the rules of the House for our committee to meet dur- 
ing the sessions of the House. Besides, Wednesday is 
Calendar Wednesday, and a very important day, but, for 
that matter, every day is important now and all members 
are adjured to remain on the floor of the House to main- 
tain a quorum. I take the liberty during roll calls and 
long speeches to run up to my office to try to catch up 
with my business, but don’t hold committee meetings. 
As a usual thing, though, when a gentleman calls during 
the session of the house, or otherwise, if he is not too 
impatient to wait a few minutes, he can usually see me, 
but you can advise your clients and correspondents that 
the committee will reach the Pomerene bill as soon as 
possible in its orderly manner, and it is listed on the 
program as a bill to amend the Act to regulate commerce. 
If it is not that it is not anything within the jurisdiction 
of our committee. If it is a bankers’ bill it ought to go 
to the banking and currency committee; if it is a judicial 
bill it ought to go to the committee on the judiciary, but 
if it is anything it looks to me like a bill to regulate com- 
merce. When the committee reaches that subject, which 
it will as soon as possible, the committee itself will de- 
cide how it will consider it, whether it will have hearings 
or whether it will take up for consideration without hear- 
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ings, and if it should conclude to have hearings you will 
be given due notice, as I have repeatedly advised you. 
Yours truly, 
; W. C. Adamson. 
Washington, D. C., April 9,. 1916. 





POMERENE BILL HEARING 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A further hearing on the Pomerene bill of lading biil 
was to be had before the House Interstate and Foreign 
Commerce Committee May 12. At that time the committee 
expected to have before it the agreed suggestions signed 
by C. C. Wright, on behalf of carriers, and Francis B. 
James, on behalf of shippers, as to what changes should 
be made in the bill. So far as known, no railroad lawyer or 
shipper would raise any objections to the bill other than 
the objection, raised by C. J. Faulkner, that the measure, 
if passed, would be unconstitutional. That argument has 
not impressed the advocates of the bill as being anything 
to worry about. It is a fact that it did not deter Mr. Wright 
agreeing with Mr. James upon what changes should be 
made in the bill so as to make it a workable proposition 
on the shippers’ load, weight, and count phase of the 
matter. 

An exchange of correspondence by Commissioner Hall, 
C. C. Wright and Francis B. James, with regard to the 
Pomerene bill, based on the memorandum of suggestions 
to the House committee on interstate and foreign com- 
merce signed by Messrs. Wright and James, reduces, it 
is believed, the chances for favorable action on that 
measure at this session of Congress. Mr. Hall started 
the correspondence on May 3 by writing to Mr. Wright. 
He asked to be advised, “whether it is your view that 
with the changes specified in this memorandum of sug- 
gestions, the Pomerene bill, if enacted, would prcve work- 
able and satisfactory to the carriers you represent.” In 
answer to that, Mr. Wright wrote May 4 as Zollows: 


I have your favor of May 3 in which you call attention 
to the printed suggestions made by Mr. James and myself 
to the House committee in relation to Senate File No. 19. 

I did not recommend the passage of this bill, as I felt 
that it was unnecessary, but did agree with Mr. James 
that if the section 21 was modified so as to conform 
practically to the provisions of section 23 of the uniform 
act .passed by the states it would be workable. At the 
time of making these suggestions with Mr. James my 
attention was directed almost entirely to section 21 and 
I did not attempt to change other portions of the bill. 
Later my attention was called to a provision in section 
20 of the bill, and I orally stated to the committee that 
I thought section 20 ought to be modified so as not to 
require the carrier to certify to the contents of packages, 
and I asked that, commencing with the sixth line on 
page 9, it read “or in case of bulk freight and freight 
not concealed by packages, the description made by him.” 
This would leave the right in the carrier to insert in the 
bill‘of lading that the description was made by the ship- 
per in case of goods concealed in packages. My attention 
was also directed to a provision in section 22 of Senate 
File 19, which I suggested be changed. It was the pro- 
vision contained on page 19, wherein it was provided that 
the carrier shall be liable to (a) “the consignee named 
in a straight bill.” I suggested that the consignee was 
only presumably the owner of the goods, and that it 
should be made to read “the owner of the goods covered 
by a straight bill,” or words to that effect. As you know, 
very many shipments are made under express contract 
that title shall not pass until delivery at point of destina- 
tion. With these suggestions and those which I under- 
stand you had made, I see no very serious objections io 
the bill, so far as its being workable. 

I further suggested to the Commission, and would have 
put it in the suggestions by Mr. James, except that he 
objected to the same, that if they desired to secure a 
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uniform bill, which I thought was the desire of ninety- 
nine of the shippers and practically of all carriers, they 
should amend line three of section 1 by striking out the 
word “for” after the word “carriers” and inserting in 
lieu thereof the words “engaged in.” As I viewed that, 
this would require all carriers that are engaged in inter- 
state commerce within the United States to maintain a 
uniform bill of lading, both on state and interstate ship- 
ments, and I thought it would not meet with serious ob- 
jection, because fifteen of the states had already adopted 
a bill which would be in substantial accord with the pres- 
ent bill after being amended in sections 20, 21 and 22. 

As you know, there are certain constitutional grounds 
of objection to this measure, but I recognize the fact that 
whatever may be the reason therefor, there is quite a 
sentiment to have some bill of lading measure passed by 
Congress which shall define the rights and duties under 
a bill of lading, leaving the Interstate Commerce Com- 
mission the power to determine the form and the terms 
of the bill, and I talked the matter over before going to 
Washington with Mr. Scott of the Burlington and Mr. 
Dickinson of the Rock Island, and we all agreed that if 
section 21 could be modified practically as indicated, we 
had no serious objection to the bill, and believed that it 
could be made entirely workable. My disposition in such 
matters is to assist in getting the legislation in form to 
be reasonable rather than to stand as an objector. If 
you have in mind any serious difficulties that might arise 
under the bill amended as suggested, I would appreciate 
it very much if you will give me the benefit of them. 





When Mr. Hall transmitted the correspondence to Mr. 
James, the latter wrote to Mr. Wright, saying Mr. Hall 
had transmitted the correspondence to him. He enumer- 
ated the letters he had received from Mr. Hall, and set 
forth the fact that Mr. Hall had transmitted copies to 
Chairman Adamson of the House Committee; also that he 
had given copies of the correspondence to The Traffic 
World. In his letter to Mr. Wright, May 8, Mr. James 
said: 


When you were at this office on the afternoon of April 
25 we went over this subject thoroughly and agreed to 
a memorandum of suggestions. Until I read the letter 
from Judge Hall, under date of May 6, I did not know 
that you had changed your mind. After this agreement 
was printed I sent you copies at once to the Willard 
Hotel, and I saw you later in the evening and we put in 
nearly an hour together, and you told me you had re- 
ceived the printed memorandum, and you did not then 
intimate that you had any desire to change your mind. 


If you changed your mind about any of the suggestions, 
I do think that you should have communicated with me 
at once, either by wire or by letter, so that we might have 
seen whether there was still a common ground on which 
we might have stood. 

As to your suggested amendment of section 1, practically 
giving Congress jurisdiction over intrastate bills of lading, 
I expressed myself rather positively that this would render 
the whole bill unconstitutional. I suggested to you that 
as chairman of the Committee on Commerce, Trade and 
Commercial Law of the American Bar Association I would 
make an appeal to my colleagues to get up some legisla- 
tion wherein that question could be tested out without 
jeopardizing the entire Pomerene Bill. I understood that 
you acquiesced in this. 

Since you were here I wrote you a letter along these 
lines asking for a memorandum to be used by the Com- 
mittee on Commerce, Trade and Commercial Law of the 
American Bar Association in its deliberations in making 
up a report to be submitted this summer. 

I will thank you if you will wire me, after carefully 
considering this letter, whether, if I acquiesce in your 
hew suggestions as to the amendment of sections 20 and 
21, you will unite in recommending the passage of the 
Pomerene Bill as so amended. I cannot join in your sug- 
gested amendment of section 1 of the Pomerene Bill, but 
am prepared to carry out my agreement to get up a Dill 
so that there may be tested out the important constitu- 
tional question that would surely arise in a. bill contain- 
ine the provisions of section 1 amended as you suggest. 
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L. & N. INVESTIGATION 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

President Smith of the Louisville & Nashville, at the 
morning session of the Commission’s hearing May 5, un- 
dertook what he himself probably would characterize as 
an attempt to carry the war into Africa. Without the 
knowledge of the lawyers he began reading a prepared 
statement tending to show that the investigation of the 
railroad is merely a part of.a political plan whereby Sena- 
tor Lea hoped to continue himself in office; that it failed 
and now he is endeavoring to get revenge and also to lay 
a foundation for another fight for a seat in the Senate. 

But he did not get his- statement into the record. Sena- 
tor Lea, who had heard every word of the testimony, ob- 
jected to a continuance of the reading. He said he did 
not know that he would be brought inte the matter else 
he would have been present by counsel. He could not see, 
inasmuch as the railroad company objected to going into 
the question of political contributions and activities how 
President Smith could hope to say anything about the 
political activities of himself. 

General Attorney Stone made the point that the Commis- 
sion can go into the actions of anyone who voluntarily sub- 
jects himself te its jurisdiction, as Senator Lea had done 
by filing a formal cemplaint which had been consolidated 
with the investigation caused by the resolution which Sena- 
tor Lea had the Senate adort. The L. & N. had not sub- 
jected itself, on political matters, to the Commission. 

Commissioner Meyer, in ruling out Mr. Smith’s state- 
ment, remarked that the questions would go to the United 
States Supreme Court and therefore there was no reason 
for arguing them at that time. 

Mr. Smith contributed to historical knowledge by read- 
ing into the record a letter he sent to the late Senator 
Cullom with regard to the colloquy between himself and 
Commissioner Prouty, in which the president of the L. & 
N. told the commissioner that the man who felt the pas- 
senger fares of the L. & N. to be unreasonable could walk. 

In the letter Mr. Smith explained he thought that the 
record on the occasion when the colloquy took place per- 
tained only to the desirability of extending the time for 
compliance with the safety appliance law. He said that 
that is the only subject mentioned in the subpoena served 
on him. He supposed the record closed with his utter- 
ances on that subject. He regarded the questions asked by 
Commissioner Prouty after that subject was left as mere 
conversation. He felt surprised that Mr. Prouty should, 
as he said, use that conversation in an effort to persuade 
Congress to give the Commission more power. 

The reading of the letter appeared to be for the pur- 
pose of enforcing the point Mr. Smith made in the prior 
hearing, namely, that the Commission is a political body 
and that it lobbies around Congress for increases in its 
power. , 

Chairman Meyer said he was much interested in the 
statement about lobbying. Mr. Smith said he supposed 
that was now an odious word in Washington; that all he 
meant to say was that the Commissioners, being here in 
Washington, often go to Congress asking for more power. 
It was in that connectior that he made the assertion that 
if that continued the time would come when the railroads 
would be of no value to their owners. ‘ 

Chief Counsel Folk submitted many vouchers to Mr. 
Smith, showing the payment of money to a local attorney 
for the L. & N. in Alabama during the fight of Governor 
Comer for election. Mr. Smith remembered some of them 
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and others he could not remember. On the advice of coun- 
sel, he refused to answer any questions, answers to which 
might show that the disbursements were for political pur- 
poses. With regard to the contributions to the Alabama 
Land Congress, amounting to about $1,200, Mr. Smith said 
that they were made as an advertising matter because the 
congress was striving to induce settlers to come and oc- 
cupy Alabama lands, which would be of benefit to the L. 
& N. Mr. Folk’s idea was that the congress was fighting 
Governor Comer. 

Chief Counsel Folk prepared a petition asking the 
Supreme Court of the District of Columbia.to issue an or- 
der directing Milton H. Smith, president of the Louisville 
& Nashville, to answer questions propounded to him by the 
Commission in the investigation carried on in compliance 
with the Lea resolution directing the Commission to in- 
quire into the financial affairs of the L. & N., its relations 
with other carriers, and its political activities. 

Mr. Smith refused to answer questions as to campaign 
contributions, campaign activities and so forth, on advice 
ef counsel. He was willing to answer the questions, but 
the attorneys for the L. & N. were of opinion that the 
twelfth paragraph of the document under which the Com- 
mission was acting was beyond the pale of constitutionality, 
hence they advised him to refuse to answer, 

The case is going to the Supreme Court, so it will be 
at least two and probably three years before there is a deci- 
sion as to whether Mr. Smith must answer. Mr. Folk’s 
questions were based on letters taken from the files of the 
L. & N. 

Justice W. P. Stafford of the District of Columbia Su- 
preme Court granted an order, May 10, requiring Milton H. 
Smith to appear before the Supreme Court of the District 
of Columbia, May 19, at 10 o’clock in the forenoon, to show 
cause, if any he has, why he should not be ordered by the 
court to answer before the Commission the questions he 
refused to answer. 


MILK AND CREAM RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
A two-day argument on New England milk and cream 
rates was begun May 5. Four cases—three formal com- 
plaints and an Investigation and Suspension docket mat- 
ter—were consolidated. Three hours were set aside for 
the railroads, three for the milk dealers, two and a half 
for the farmers and dairymen and half an hour for W. A. 
Graustein, one of the complainants, who insisted, because 
he was not represented by counsel, that he have time to 
tell his side of the story. 

Charles S. Pierce took one hour to explain why the 
railroads and particularly the Boston & Maine had de- 
cided to bring the low milk rates up to a more reasonable 
level. Then W. R. Sears used an hour for the shippers, 
who insist that the advances proposed are more flagrantly 
without justification than any they have ever known. One 
of the changes proposed was the abolition of the freight 
rates for milk service. 

“The freight service remains,” said Mr. Sears, “but the 
freight rates will disappear if these tariffs are allowed to 
become effective. The shipper is given the option of 
freight or passenger service—at passenger rates.” 

The situation in New England is peculiar in that it 
provides for the leasing of cars by shippers, or parts 
of cars, instead of the straightaway rates per 100 pounds. 
Mr. Sears, after pointing out the inconsistency on which 
the Graustein formal complaint is based, said the new 
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schedules meet the difficulty “not by diminishing the rates 
as had been agreed upon by the shippers and the Boston 
& Maine in 1910 but by proposing through rates equal, 
substantially, to the sum of locals. He said the new 
rates would wipe out the profits of one of the large milk 
companies and produce a deficit of $20,000. Another 
would lose all its profits and $86,000 in addition, on the 
basis of last year’s business. 

M. Carter Hall, also for the shippers, said that before 
the rates now under suspension were proposed the .car- 
riers had made increases averaging 18 per cent and that 
if the proposed advances are allowed the increases since 
1910 will average 100 per cent. He said they were pro- 
posed because of the condition of the Boston & Maine, 
which he said, is on the verge of reorganization. He said 
the Maine Central is giving only half-hearted support to 
the proposition; that there is only one special milk train 
in the whole of New England, and it is not giving as good 
service as the trains it displaced, and, finally, that not 
one addition has been made to the service in five years, 
other than the special train, to afford even a talking basis 
for the advances proposed. 

The argument was continued for the rest of Friday and 
Saturday by C. A. Parker, for the dealers; J. E. Orcutt, 
L. H. Healy, Charles Davis, E. S. Brigham, A. P. 
Norther, Herbert Knox Smith, former commissioner 
of corporations, A. A. Graustein, Attorney-general H. C. 
Atwell, Assistant Attorney-General A. E. Seagraves, 
George A. Albree and John F. Cusick, for the dairy- 
men and farmers; E. H. Blatchford, E. W. Lawrence, 
C. F. Black, C. S. Pierce and W. A. Cole, for the 
railroads. The close was made by Mr. Graustein, whose 
wife is the complainant in the formal complaint on which 
Mr. Graustein demanded separate argument. He claimed 
the most radical and meanest sort of discrimination 
against the business of his wife, on the part of the rail- 
roads, who, he claimed, preferred other shippers to Mrs. 
Graustein and gave her a car that was so bad that it 
could no longer be used for carrying the tools of the 
section gang, while furnishing good baggage and good 
express cars for other shippers. 





A RAILROAD MAN WHO WORKS 


That all is not beer and skittles for the railroad man 
with a “job” is probably well known to most subscribers 
for The Traffic World, but as additional evidence of it 
the following letter from friend to friend is submitted: 

“You wanted to know just what my duties are with the 

Railroad. Well, I have so much to do that it is 
almost a matter of impossibility to tell just what I have 
to do. From this letterhead you will see that I am the 
soliciting freight agent. Solicit freight is not a starter 
of my work. I have charge of payrolls, make all vouch- 
ers, handle all claims, chief dispatcher, also train dis- 
patcher, do all of the freight soliciting, car accountant, 
check all bills rendered this company for car repairs and 
per diem, look after all tariffs kept on file in this office 
and mail copies of all tariffs to our agents (we have nine 
agents), do all of the buying, handle all of the correspond- 
ence pertaining to operation, and God only knows what 
else. Effective Thursday, the 24th, I will be superintend- 
ent of this line, and then I will have a few more things 
to look after. We do not have any roadmaster, therefore 
I have to look after the track and keep the men supplied 
with proper material to keep the track up. I inspect 
all the ties we use-—go out some days on our motor car 
and inspect from 500 to 1,000.” 
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Merchant Marine Bill Reported 


New Administration Measure Provides for Shipping Board to Regulate Carriers by Water— 
Government to Go Into Shipping Business for a Limited Period 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


After months of consideration, the House committee on 
merchant marine and fisheries May 8 reported the bill 
whereby it hopes to re-establish an American merchant 
marine and to regulate carriers by water in such a way 
as to remove the discriminations which ships flying for- 
eign flags practice against Americans engaged in the 
foreign trade. The bill is nominally the administration 
measure. It is really much less than the proposals made 
by Secretary McAdoo and approved by President Wilson. 

The former, at the preceding session of Congress, pro- 
posed that the government embark in the shipping busi- 
ness and continue in it for an indefinite time, not only 
as the owner, but as the operator of ships in the foreign 
trade. 

The proposition reported by Chairman Alexander of 
the House committee is that the government go into the 
shipping business, because of the emergency created by 
the European war, and remain in it not more than five 
years after the close of the war. While it is in, the gov- 
ernment may construct ships, either in American or for- 
eign yards, or it may hire ships, either to be operated 
by the government or to be leased to those willing to 
operate them. 

To enable the government to get into the business, the 
Secretary of the Treasury is authorized to issue Panama 
Canal bonds for not more than $50,000,000, to be used in 
financing a company or companies by subscriptions to 
its or their stock in such quantities that the government 
would never be a minority holder. ¥ 

But to go with that is a scheme of regulation of inter- 
state and foreign commerce carriers by water by the 
United States Shipping Board of seven members, holding 
office for terms of six years, of which the secretaries 
of the treasury and of commerce would be ex-officio mem- 
bers. That board would have jurisdiction over interstate 
and foreign commerce carriers by water to the end that 
it might enforce just and reasonable rates, regulations 
and practices. 

Question of Constitutionality. 

Because there is a question as to the constitutionality 
of such an attempt to control the rates and practices of 
foreign ships entering American ports, the provisions for 
such control are made separate and distinct from those 
relating to interstate commerce carriers by water. The 
object in keeping the provisions distinct is to enable the 
Supreme Court, if it thinks it should do so, to condemn 
parts of the proposed law without rendering the whole 
null and void. 

The failure of foreign ships to observe the orders and 
rules of the Shipping Board would subject them to fines 
not in excess of $25,000 for each offense. Such fines, it is 
figured, would make them observe the rules of the Board 
or remain out of American ports. 

All practices common among ships in the foreign trade 
that tend to bring about monopolies, chief of which is 
the deferred rebate, are forbidden. The anti-trust laws, 
however, are not to apply to common carriers by water 
at all. They are specifically held away from such car- 
riers because the proposed Board will have full authority 


to deal with unjust discriminations, the practice of which 
is the chief manifestation of combinations among water ~ 
carriers. 

Chairman Alexander, in reporting the. bill, said he did 
not know whether the President would approve the five- 
year limitation. He said, however, that he was of the 
opinion that it would make the bill more acceptable to 
opponents of government ownership and improve the 
chances of passage. Mr. Alexander is not a close fol- 
lower of a party leader. He has an idea that, having 
investigated shipping conditions long before the admin- 
istration made any proposals with regard to the restora- 
tion of the merchant marine, he knows more about the 
matter than most members of the administration. 


After defining the terms “common carrier by water in 
foreign commerce,” “common carrier by water in inter- 
state commerce,” “common carrier by water” and “other 
persons subject to this act,” the bill says: “No corpora- 
tion, partnership or association shall be deemed a citizen 
of the United States unless the controlling interest therein 
is owned by citizens of the United States, and in the 
case of a corporation, unless its president and managing 
directors are citizens of the United States and the cor- 
poration itself is organized under the laws of the United 
States or the state, territory, district, or possession 
thereof.” 

Creation of Board. 


The board created by the bill is to be known as “the 
United States Shipping Board.” It would be composed 
of the Secretary of the Navy, the Secretary of Commerce 
and five commissioners to be appointed by the President 
and confirmed by the Senate. The President would des- 
ignate the chairman and vice-chairman of the Board. 
Members would hold office for six years and any one of 
them could be removed by the President for inefficiency, 
neglect of duty or malfeasance in office. The salary of 
a commissioner would be $10,000 and that of the secretary 
of the Board $5,000. 

The Board, with the approval of the President, would 
be authorized to have constructed in American shipyards 
and navy yards “or elsewhere” vessels suitable, as far 
as the commercial requirements of the marine trade may 
permit, for use as naval auxiliaries or army transports. 
The President would also be authorized to transfer to the 
Board such vessels belonging to the war or navy depart- 
ments as were suitable for commercial uses and not re- 
quired for military or naval use in time of peace. He 
would also be authorized to transfer to the Board vessels 
owned by the Panama Railroad Company but not re- 
quired in its business. 


The Board would be authorized to buy, charter, or lease 
any ship that suited its requirements and when so ac- 
quired the vessel might be registered or enrolled and 
licensed as a vessel of the United States and entitled to 
the benefits and privileges appertaining to such vessel. 

That privilege, however, is limited by the following pro- 
viso: “That foreign built vessels heretofore or hereafter 
admitted to American registry or enrollment and licensed 
under the act of Aug. 18, 1914, or under this act, and 
vessels owned, chartered or leased by any corporation 
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in which the United States is a stoekholder (except the 
Panama R. R. Co.), may not engage in the coastwise 
trade of. the United States, except that such vessels may 
engage in trade with Alaska, Hawaii or Porto Rico, 
whether or not en route to or from a foreign port, if 
the Board finds that such trade is not being adequately 
served by regular line or lines of vessels.” 

No Transfer in War Time. 


It is provided that while vessels are employed solely 
as merchant ships they shall be subject to all laws, regu- 
lations and liabilities governing merchant vessels, whether 
the United States be interested therein as owner, in whole 
or in part, or hold any mortgage, lien or other interest 
therein. Immediately after that subjection of ships con- 
trolled by the Board to the ordinary liabilities attaching 
to merchant ships, the bill says: 

“When the United States is at war, or during any na- 
tional emergency the existence of which is declared by 
proclamation of the President, no vessel registered or 
enrolled and licensed under the laws of the United States 
shall, without the approval of the Board, be sold, leased 
or chartered to any person not a citizen of the United 
States, or transferred to a foreign registry or flag.” 

Any vessel sold, chartered or leased in violation of that 
proviso would be forfeited to the United States and the 
person violating the section would be deemed guilty of a 
misdemeanor and subject to a fine of not more than $5,000 
or to imprisonment for not more than five years, or to 


both fine and imprisonment. 


The President would be authorized to take possession 
of any ship leased or chartered from the Board absolutely 
or temporarily, for any naval or military purpose after 
reasonable notice in writing. In time of emergency, how- 
ever, he would be authorized to take possession of such 
a Board vessel, so to speak, without notice. 

The Board, if it thinks such action necessary to carry 
out and achieve the purposes of the act, might form, un- 
der the laws of the District of Columbia, one or more 
corporations for the acquisition, maintenance and opera- 
tion of merchant vessels to be employed in the commerce 
of the United States. The capital stock of such company 
or companies could not exceed $50,000,000. The Board 
would be authorized to subscribe to such capital stock, 
not less than a majority, ahd generally to control the 
affairs_of the corporation. At no time, says the bill, could 
the United States be a minority stockholder in such a 
corporation. 

Five-Year Limitation. 


To meet the objections raised by those who are op- 
posed to government ownership and operation of a mer- 
chant marine, Chairman Alexander and his associates 
wrote in the five-year limitation before mentioned, in the 
following language: 

“At the expiration of five years from the conclusion 
of the present European war the operation of vessels on 
the part of any such corporation in which the United 
States is then a stockholder shall cease and the said 
corporation stand dissolved. Thée date of the conclusion 
of the war shall be declared by proclamation of the Presi- 
dent. The vessels and other property of any such cor- 
poration shall revert to the Board. The Board may sell, 
lease or charter such vessels as provided in section 7 
(appraisement and auction) and shall dispose of the prop- 
erty other than vessels on the best available terms and, 
after payment of all debts and obligations, deposit the 
proceeds thereof in the treasury to its credit. All stock 
in such corporations owned by others than the United 
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States at the time of dissolution shall ‘be taken over by 
the Board at a fair and reasonable value and paid for 
with funds to the credit of the Board. In case of dis- 
agreement, such value shall be determined in the manner 
provided in section 10.” (By arbitration.) 

The ships acquired by the Board may be listed by the 
Secretary of the Navy as vessels of the Naval Auxiliary 


‘ Reserve, and officers and crew of any such listed vessel, 


who volunteer for the service, may be enrolled in various 
ranks and ratings corresponding to those of the regular 
navy not above the rank of lieutenant-commander. 


Inquiry as to Cost of Building. 

An investigation of the relative cost of building mer- 
chant vessels in the United States and in foreign maritime 
countries is to be made by the Board. It is also to ascer- 
tain the relative cost, advantages and disadvantages of 
operating American vessels in the foreign trade in com- 
petition with ships of foreign registry. The Board is 
further required to examine the navigation laws of the 
United States, and is to make recommendations to Con- 
gress for their amendment, improvement and revision, all 
for the development of an American merchant marine. 
It is also to investigate the legal status of mortgage loans 
on vessel property, with a view to improving the security 
of such loans and to encouraging investment in American 
shipping. 

Authority to sell not to exceed $50,000,000 of Panama 
Canal bonds is conferred on the Secretary of the Treas- 
ury whenever the Board requests, and such request is 
approved by the President. The money so raised is to 
be used in constructing or buying ships. Such bonds are 
to be payable at any time within fifty years, instead of 
fifty years after issue. 

The first fourteen sections of the bill are devoted to 
definitions of terminology, the creation of the Board and 
the defining of its privileges and duties. The remaining 
sections from fifteen to thirty-five, inclusive, are a para- 
pharse of the Act to regulate commerce so as to make 
the principles of that statute for the regulation of rail- 
roads applicable to the regulations of transportation by 
water. 

The fifteenth section says that no common carrier by 
water shall directly or indirectly: 

1. Pay or allow to enter into any combination, agree- 
ment or understanding, express or implied, to pay or al- 
low, a deferred rebate to any shipper. Deferred rebate 
is defined so as to cover the common practice prevailing 
in the shipping world. . 

2. Use any fighting ships separately or in conjunction 
with any other carrier through agreement or otherwise. 

3. Retaliate against any shipper by refusing or threat- 
ening to refuse space accommodations when such are 
available or resort to other discriminating or unfair meth- 
ods, because such shipper has patronized any other car- 
rier, or has filed a complaint charging unfair treatment, 
or for any other reason. 

4. Make any unfair or unjustly discriminatory con- 
tracts with any shipper based on the volume of freight 
offered, or unfairly treat or unjustly discriminate against 
any shipper in the matter of cargo space, accommodations 
or other facilities, due regard being had for the proper 
loading of the vessel and the available tonnage, the load- 
ing and landing of freight in proper condition or the ad- 
justment and settlement of claims. 

That section is much like the third section of the Act 
to regulate commerce, which is the one forbidding unjust 
discriminations. Any violation of the unjust discrimina- 
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tion section is made a misdemeanor punishable by a fine 
of not more than $25,000. 


Must .File Copies with Board. 


Every common carrier by water or other person subject 
to the act would be required to file with the Board a true 
copy of every agreement pertaining to rates, accommoda- 
tions, service or other matter pertaining to the operation 
of the ship in its relations to the shipping public. The 
Board would be authorized to cancel or modify any agree- 
ment, rule or regulation that it found to be unjustly dis- 
criminatory or unfair as between carriers, shippers, ex- 
porters, importers, or ports, or between exporters from 
the United States and their foreign’ competitors or to 
operate to the detriment of the commerce of the United 
States or in violation of the act, “and shall approve all 
other agreements, modifications or cancellations.” It is 
provided that agreements existing at the time of organ- 
ization of the Board shall be lawful until disapproved by it. 

Every agreement, modification or cancellation lawful 
under that section of the act is specifically exempted from 
the provisions of the Sherman and other anti-trust acts, 
so that combinations in the shipping business would be 
lawful if not tinged with unjust discrimination or unfair- 
ness. 

The seventeenth section of the act makes it unlawful 
for any common carrier by water, or other persons subject 
to the act, either alone or in conjunction with:any other 
person, directly or indirectly: 

1. To make or give any undue or unreasonable pref- 
erence or advantage to any particular person, locality or 
description of traffic in any respect whatsoever. 

2. To allow any person to obtain transportation at 
less than the regular rates then established and enfurced 
on the line of such carrier, by means of false billing, 
false classification, false weighing, false report of weight, 
or by any other unjust or unfair device or means. 


3. To induce, persuade or otherwise influence, any 
marine insurance company or underwriter or agent thereof, 
not to give a competing carrier by water as favorable a 
rate of insurance on vessel or cargo as is granted to such 
carrier or other person subject to the act. 


Section 18 says no common carrier by water in for 
eign commerce shall demand, charge or collect any rate 
which is unjustly discriminatory between shippers or 
ports, or unjustly prejudicial to exporters of the United 
States as compared with their foreign competitors. When 
the Board finds such an unjustly discriminatory rate it 
is authorized to alter it to the extent necessary to cor- 
rect the unjust discrimination. Every carrier is directed 
to establish, observe and enforce just and reasonable 
regulations and practices relating to or connected with 
the receiving, handling, storing or delivering of properiy. 


Just Rates and Fair Charges. 


The nineteenth section commands every common car- 
rier by water in interstate commerce to establish just 
and reasonable rates, fair charges, classifications and 
tariffs, and just and reasonable regulations and practices 
relating thereto, and to the issuance, form and substance 
ot tickets, receipts and bills of lading, the manner and 
method of presenting, marking, packing and delivering 
of property for transportation. Every such carrier is 
required to file with the Board and keep open for public 
inspection the maximum rates, fares and charges be- 
tween points on its own route, or any through route to 
whieh it may be a party. 

No advance in rates or charges is to be made except 
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with the approval of the Board and after ten days’ public 
notice.. The Board, however, is authorized for good cause 
to waive such notice. The Board is authorized to pre- 
scribe and enforce just and reasonable maximum rates, 
and so forth. 

The twentieth section, which Chairman Alexander deems 
of great importance, says that “whenever a common car- 
rier by water in interstate commerce reduces its rates 
on the carriage of any species of freight to or from 
competitive points below a fair and remunerative basis, 
with the intent of driving out or otherwise injuring a 
competitive carrier by water, it shall not increase such 
rates unless after hearing the Board finds that such pro- 
posed increase rests upon changed conditions other than 
the elimination of said competition.” 

It is made unlawful for anyone connected with the com- 
mon carrier by water to give any information concerning 
the shipments made by anybody. From section 22 to 
the end of the bill, the provisions are almost identical 
with provisions in the Act to regulate commerce, defining 
the powers and duties of the Board in the holding of 
hearings, the requiring of reports from common carriers 
and the enforcement of orders requiring a carrier to 
change its practices and to pay money by way of repara- 
tion. 


The thirty-fourth section says that if any provision of 
the proposed law is found unconstitutional the rest of the 
act shall not be affected thereby. The last section ap- 
propriates $100,000 for the use of the Board the first year 
of its existence. 


BILL OF LADING ANN OUNCEMENT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

A formal announcement of the Commission with regard 
to bills of lading, issued May 5, is as follows: 

“As has been previously announced, this inquiry was 
instituted by the Commission for the purpose of affording 
a basis in testimony, upon full hearing, for prescribing 
for use by all carriers engaged in the interstate trans- 
portation of property, uniform bills of lading covering 
such different classes of traffic and embodying such pro- 
visions as are shown to be reasonable, lawful and essen- 
tial to the proper handling thereof. 


“Pursuant to an agreement reached during the course 
of the hearings recently held at various places throughout 
the United States, a committee representing the carriers 
met shortly after the completion of those hearings to 
consider the various criticisms and suggestions offered 
on behalf of shippers; and as the result of their delibera- 
tions submitted for consideration three proposed uniform 
forms of bills of lading, in lieu of the great number and 
variety of forms now in use. These forms consisted of’ a 
so-called Straight Bill, to cover domestic merchandise 
shipments generally; a Through Export Bill, and a Live 
Stock Bill. These they advanced as in their judgment 
sufficient to properly provide for all classes of freight 
transported. 

“Also, as per arrangement, this committee of carriers’ 
representatives met with a number of representatives of 
shippers of various classes of traffic, from practically all 
parts of the country (there being about seventy present 
in all), at Washington, D. C., under the auspices of the 
Commission, on April 10, 1916, for the purpose of dis- 
cussing informally and in detail the various proposals 
contained in these and the counter forms of bills of 
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lading submitted by shippers to apply in connection with 
domestic general merchandise, export, live stock, perish- 
able and coal traffic. These conferences continued through- 
out that week and resulted in agreement being reached 
by the parties in respect to many of the provisions which 
should be embodied in uniform, straight merchandise 
and through export bills of lading. The queStions in con- 
nection with,these two forms as to which the parties to 
the conference were unable to agree were clearly stated 
for the purpose of being argued and submitted to the Com- 
mission for decision, and are indicated in * * * cop- 
ies thereof by the language printed in italics, underscored; 
with shippers’ counter proposals printed on the margins 
in black-faced type. 

“The representatives’ of shippers and carriers attend- 
ing the conference stated that they would recommend to 
their respective principals the adoption of the portions 
of these proposed forms which were approved by the 
parties to the conference, subject, of course, to the ap- 
proval of the Interstate Commerce Commission, which in 
finally passing upon the same will give full consideration 
to all of the testimony which has been presented in con- 
nection with the various questions involved, in the light 
of existing provisions of law affecting these questions. 

“Little or no progress was made in jointly formulating 
a Uniform Live Stock Bill of Lading, and not much in 
the consideration of proposed separate forms of bills of 
lading or bill of lading provisions specifically applicable 
to the transportation of perishables and coal, which were 
submitted by shippers. * * * 

Upon consideration of the request made by the parties 
at the conclusion of the conference, the Commission has 
canceled the dates of May 10 and 18, now fixed for the 
filing of briefs and hearing of oral arguments, respect- 
ively, in this proceeding, and has instead fixed Septem- 
ber 15 as the date on or before which briefs may be 
filed, with oral argument at Washington, D. C., on Oct. 
20, 1916. 

“Representatives of both shippers and carriers also 
requested that opportunity be afforded at an early date, 
suggesting New York, N. Y., as the place to present addi- 
tional non-cumulative testimony upon some of the ques- 
tions which have been raised during the hearings and 
conferences, and for this purpose the proceeding will be 
assigned for further hearing at New York City, in the 
Assembly Room of the Merchants’ Exchange, Woolworth 
building, 10 a. m., Friday, May 19, 1916, before Examiner 
Satterfield, following which, in connection with briefs 
and oral argument upon the dates herein indicated, the 
matter will stand submitted. 

“This is the only announcement that will issue with 
respect to the dates for further hearing, the filing of 
briefs and for oral argument, and parties intending to 
participate should make note thereof.” : 


REPORT ON RAIL AND WATER 
CARRIERS 


THE TRAFFIC SERVICE NEWS BUREAU, 

: Colorado Building, Washington, D. C. 

Answering a Senate resolution No. 324, in re relations be- 

tween carriers by rail and carriers by water, of May 16, 

1914, the Commission May 11, in Opinion No. 3597, 39 

I. C. C., 1-87, sent to the Capital a résumé of the reports 

that had been made to it by railroad and steamship. com- 
panies showing: 

First (a), to what extent vessels and stéamship lines 

are engaged in transporting freight between Atlantic and 
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Pacific ports and in the coastwise trade of the United 
States, wholly by water, or partly by water and partly by 
rail, under a joint ownership, or common control. 

(b) What vessels or steamship lines are so owned and 
controlled, and the. names of the owners, stockholders, 
trustees, holding companies, directors and officers of all 
steamship lines and railroad companies engaged in the 
coastwise and foreign trade of the United States; and to 
what extent they are consolidated, directed or operated 
by and through holding companies, interlocking stock, in- 
terlocking directorates, or interlocking officers. 

Second (a), the prevailing rates upon the principal com- 
modities carried between Atlantic and Pacific ports of 
the United States wholly by water or partly by water 
and partly by rail across the Isthmus of Panama or Te- 
huantepec, and -the prevailing rates between the same 
points wholly by rail; and 

(b) The prevailing rates upon similar commodities 
transported under like conditions wholly by water by 
vessels not under United States registry for distances simi- 
lar to the distance between the Atlantic and Pacific ports 
of the United States. 

Third, the prevailing rates upon the principal com- 
modities carried by vessels in the coastwise trade of the 
United States as compared with the rates on similar com- 
modities for similar distances carried by vessels in the 
foreign trade of the United States; and 

Fourth, the prevailing rates upon similar commodities 
transported wholly by water by vessels not under United 
States registry for similar distances under similar con- 
ditions as compared with the rates in the coastwise trade 
of the United States. 

The report shows that 27 railroad systems controlled 
388 steam vessels with a gross tonnage of 855,530; 284 
barges with a tonnage of 202,445, or a total of 672 vessels 
with a gross tonnage of 1,057,975. That was the fact with 
regard to June 30, 1914, since which time the Commission 
has entered decrees of divorce with respect to the ships 
owned by the eastern trunk lines and plied on the Great 
Lakes, and with respect to vessels on Chesapeake Bay 
owned by the Pennsylvania Company and its subsidiaries. 
Of the number of vessels owned, only 648 with a tonnage 
of 1,303,214 were in operation on June 30, 1914; 38 were 
wholly or partly in the foreign trade. — 

Four exhibits to give these facts in greater detail are 
carried in the report. The first exhibit shows the car- 
riers by water, in which railroad companies are inter- 
ested, through stock ownership or otherwise. The second 
shows the names of individuals, companies or corporations 
interested in carriers by water and carriers by rail, the 
particular company in which each is interested, and the 
character of his or its connection with each company, 
whether director, officer or stockholder. The third shows 
the number of water carriers operated in community of 
interest with railroads through interlocking stocks, in- 
terlocking directorates or interlocking officers and not 
through corporate relationship. ‘The fourth shows the 
principal commodities handled. 

The last-mentioned exhibit shows the relationship of 
rates all-rail, all-water and rail-and-water. A cursory ex- 
amination of the rail-and-water routes shows that they 
run from sixty to eighty per cent of the all-rail. 


Upon request of complainant, case 7198, Geo. A. Horma! 
& Co. vs. Gt. W. et al., which was made a part of Com- 
mission’s general investigation in case 8436, Live Stock 
and Products case, has been removed from case 8435 
and will be disposed of separately. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1916, by West Publishing Co.) 
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wm 
CUSTODY AND CONTROL OF GOODS. 


(Sup. Ct. of Ark.) Where a contract of sale allows the 
vendee and consignee to refuse the goods if not in a con- 
dition on arrival, the consignor’s title is not divested by 
delivery to the carrier, and he may sue the carrier for 
injury to such goods.—Yazoo & M. V. R. R. Co. vs. Solo- 
mon et al., 184 S. W. 418. 


Where title is not questioned in the lower court objec- 
tion to lack of proof if title cannot be made upon appeal. 
—Id. 


LOSS OF OR INJURY TO GOODS. 


Damages: 


(Sup. Ct. of United States.) Damages for mental suf- 
fering only are not recoverable from a carrier on account 
of its delay in the delivery of an interstate shipment.— 
Southern Express Co., Plff. in Err., vs. John Byers, 36 
Sup. Ct. 410. 


Damages—Evidence: 


(Sup. Ct. of Mich.) A vague estimate as to damage 
to a shipment, based on a witness’ examination of 12 to 
15 packages out of 327 at the time of receipt, and the 
amount for which he sold them 30 or 60 days thereafter, 
held insufficient to warrant submission to the jury of the 











amount of damage to the shipment.—Perkett vs. Manistee 
& N. E.R. Co., 157 N. W. 388. 

In an action for damages to a shipment, a certificate 
of a health commissioner, showing the condemnation of 
similar goods shipped by others than the plaintiff, !s 
admissible where the record shows that all of the goods 
covered by the certificate were embraced in the shipment. 
——Id. 

In a suit for damages to a shipment caused by improper 
icing, the submission to the jury of the question whether 
there was proper icing is improper where the only evi- 
dence thereon is the testimony of one who did not ex- 
amine the ice bunkers, but concluded from going into the 
ear and not feeling cold air that it had not been properly 
iced.—Id. 

Rate Schedule: 

(Sup. Ct. of United States.) Rate schedules of an in- 
terstate carrier on file with the Interstate Commerce Com- 
mission are admissible in evidence in an action against 
it to recover damages for delay in the delivery of an 
interstate shipment on the issue of the validity and effect 
of a provision in the bill of lading by which the carrier 
undertook to limit its liability to a specified sum.—South- 
ern Express Co., Plff. in Err., vs. John Byers, 36 Sup. Ct. 
410. 


J 
Miscellaneous Traffic Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1916, by West Publishing Co.) 
= 





REGULATION OF COMMON CARRIERS. 
Common Carrier: ! 

(Sup. Ct. of Ark.) To constitute a “common carrier” 
the business as such must be regular and customary in 
its character, and not casual only, and must be carried 
, on as business and be of such a general and public nature 
that the carrier is bound to convey goods of all persons 
indifferently who offer payment for carriage; and hence 
a logging company operating a railroad to haul timber to 
its mill, on which it occasionally hauled material for 
others, but which did not carry passengers at all except 
gratuitously and under a stipulation exempting it from 
liability for negligence, was not a common carrier of 
passengers.—Dodson vs. Clark County Lumber Co., 184 
S. W. 417. 


Interstate Carrier: 


(Sup. Ct. of Okla.) On account of the passage of act 
Cong. June 29, 1906, c. 3591, 34 Stat. 584 (U. S. Comp. 
St., Supp. 1911, p. 1284), the state under its police power 
-has ceased to have the authority to pass acts relative to 
contracts made by carriers pertaining to interstate ship- 
ments, and section 9, art. 23 (section 358, Williams’ Ann. 
Const.) of the constitution of this state applies only to 


intrastate shipments.—St. Louis & S. F. R. R. Co. vs. 
Wynn, 156 Pac. 346. 


Reduced Rate: 

(Sup. Ct. of Okla.) Where a carrier has properly made, 
published and filed with the Interstate Commerce Commis- 
sion two rates for the shipment of live stock, one based 
upon the execution of a special contract referred to in the 
rate sheet so filed, and a second higher rate based upon 
the unrestricted liability of the carrier, held, that a ship- 
per is charged with knowledge of the existence of the 
two rates, and that he has a right to exercise his option 
as to which rate he will pay, and under which liability 
of the carrier he will ship.—St. Louis & S. F. R. R. Co. 
vs. Taliaferro, 156 Pac. 358. 


Special Contract: 


(Sup. Ct. of Okla.) As to interstate shipments, the 
common-law liability of the carrier for the safe carriage 
of property may be limited by a special contract with 
the shipper, where such contract, being supported by a 
consideration, is reasonable and fairly entered into by 
the shipper, and does not attempt to cover losses caused 
by the negligence or misconduct of the carrier.—St. Louis 
& S. F. R. R. Co. vs. Wynn, 156 Pac. 346. 
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(Sup. Ct. of Okla.) Where, in an action against a car- 
rier for negligent delay in an interstate shipment of live 
stock, it is shown that the shipment was under a special 
written contract, signed by the shipper, and based upon 
a reduced rate, made in consequence of the terms of such 
contract, and that such rate had been published and filed 
with the Interstate Commerce Commission, in accordance 
with the federal laws and the regulations of such Com- 
mission, held, that in the absence of proof of such fraud, 
oppression, attempted rebating, or unlawful billing, as 
would avoid contract, that the terms of such contract 
governing the liability of the carrier, and that the failure 
by the shipper to comply with certain provisions thereof 
set out in this opinion, and heretofore held valid by this 
court, where such provisions are not shown to be unrea- 
sonable in a particular case, will avoid the liability of 
the carrier—St. Louis & S. F. R. R. Co. vs. Taliaferro, 15€ 
Pac. 359. 


SOUTHEASTERN RATES COMPLAINT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The long-brewing formal complaint of the city of Atlanta 
and the traffic organizations in Georgia against the higher 
rates that went into effect in the Southeast, January 1, was 
placed on the files of the Commission May 8. In it William 
A. Wimbish sets forth that Atlanta and the Southeast 
have never had such “full hearing” as the law intends any 


and all shippers shall have; that advances in rates to com-. 


ply, as claimed, with Fourth Section orders are without 
‘authority of law; that the Commission has never made any 
report or order with respect to the rates against which 
protest was made by Atlanta and other southeastern com- 
munities, as required by law; that the discretion allowed 
by the law to suspend or not to suspend proposed rates is 
a legal discretion: only “and not the right to exercise 
mere arbitrary power,” and that the complainants had no 
opportunity to present in a regular and formal way, in a 
full hearing, the important question whether the new tar- 
iffs were in compliance with the Fourth Section order of 
the Commission, and thus had been, in effect, approved or 
sanctioned in advance, by the Commission. 

An allegation that is expected to attract attention is that 
“complainants show that the Fourth Section hearings con- 
ducted prior to said Order No. 3866 were concerned, and 
could in law be concerned only with the question of 
whether or not higher rates might be maintained to inter- 
mediate points than were maintained to certain terminal 
points, and that neither the Fourth Section board nor the 
Commission possessed any power to hear evidence or to 
render a decision permitting, advising or sanctioning a 
general readjustment of rates, or authorizing in advance, 
any increases in freight rates to terminal points, and that 
the shippers and public, therefore, could not have had 
notice or opportunity to be heard upon the question of 
whether an increase in freight charges should be allowed 
in Southeastern and Mississippi Valley territories to any 
particular points, because such question could not legally 
come before the Fourth Section board, or the Commission, 
at that time; that protestants were denied a hearing on 
that question of law, and that the tariffs as a whole have 
become effective with the implication that they were decided 
upon after a hearing upon their propriety, at which ship- 
pers had an opportunity to present their evidence.” 

Apparently the complaint is to be regarded as laying the 
foundation for an appeal to the courts if the Commission 
does not reopen the whole question of rates in the South- 
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east as.demanded. That impression is created, in the 
minds of those who have read the complaint, by what may 
be called an assignment of errors. Mr. Wimbish asserts 
the Commission erred in construing the Fourth Section 
in these particulars: 

“To confine relief to those terminal points to which rates 
had been abnormally depressed by water competition, and 
competition resulting from a combination of trunk line and 
water rates. 

“In determining whether relief should be granted under 
the fourth section, to regard all the lines in the southeast 
as constituting one system; in averaging their gross and 
net earnings, and their surplus from operations applicable 
to dividends, and to consider upon this basis what would 
be the effect upon the carriers and their revenues should 
a strict compliance with the amended fourth section be 
required; whereas, under the law each point is entitled to 
all the advantages of its particular situation, including the 
physical and financial strength of the carriers that serve 
it; and it cannot be lawfully subjected to higher rates than 
would be otherwise reasonable upon the ground that a 
similar scale of rates applied to destinations upon the 
lines of weaker carriers, might prove disastrous to such 
catriers. * * © 

“It was error to make an average of many hundreds or 
thousands of rates charged by the southern carriers on 
traffic to local, non-competitive stations and on this basis 
to construct a mileage scale as representing normal rea- 
sonable rates to all points other than those to which the 
rates were depressed by competition beyond the control 
of the southern carriers. * * * 

“A proper construction of the act to regulate commerce, 
including the amended fourth section, demands that the 
carriers, in readjusting their rates, shall first consider 
whether the rates to the more distant terminal points are 
just and reasonable under all of the facts and circum- 
stances and if found to be so, rates to the intermediate 
points should be brought down to that level, excepting to 
those points where the circumstances and conditions are so 
dissimilar from a transportation standpoint as to justify 
higher rates than to the terminal points. * * *” 

Notice that the southeastern communities’ would not 
accept the adjustment made by the carriers, in compli- 
ance, as they claimed, with the Commission’s fourth sec- 
tion order relating to that part of the country, was served 
at the time they were endeavoring to persuade the Sus- 
pension Board to recommend a suspension of the tariffs 
which the Commission allowed to become effective. Mr. 
Wimbish at the time called on the Commission to give 
the hearing he claims the southeast was entitled by law. 
The complaint shows he wired to the Commission asking 
for a short suspension so as to allow him to go into court 
with an application for an injunction so that the question 
as to whether the Commission had complied with the 
law might be threshed out. 

The demand is for an investigation of the whole subject 
on the ground that justice cannot be done by considering 
separate complaints and the making, especially with re- 
gard to Atlanta, of just, reasonable and non-discriminatory 
rates. 


COMMISSION ORDER. 

The S. P. L. A. & §S. L. has been allowed to intervene 
in case 8789, Southern California Fuel Dealers’ Association 
of California vs. the Santa Fe; the National Association 
of Chair Manufacturers to intervene in case 8724, Murphy 
Chair Co. vs. Wabash et al., and the city of Oakland to 
intervene in case 8615, D. Roth et al. vs. Sou. Pac. et al. 
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Legal Department 


Conducted by 


CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau 


In this department we answer simple questions relating to the law 
of interstate t tion of freight. Readers desiring special 
service by immediate aa may obtain privately written answers 
to their inquiries by the payment of a small fee, as elsewhere ex- 
plained. Address Legal Dopestnent, The Traffic Service Bureau, 
Colorado Building, Washington, D 





Overcharges in the State Courts. 


Indiana.—Question: “In August of 1912 we made a ship- 
ment from Memphis, Tenn., to Little Rock, Ark., and re- 
cently we have discovered that the carriers erred in 
collecting the freight charges on this shipment, as a result 
of which claim was filed with them for an overcharge. 
Our claim has been returned respectfully declined, in- 
vestigation showing that same was barred by the statute 
of limitation in Arkansas. This is an interstate shipment 
and we are of the opinion that a state law has no bearing. 
Would greatly appreciate your advice concerning this 
item. 

Answer: A suit for overcharges, that is, charges that 
exceed the published rate that is lawfully.applicable, may 
be brought against a carrier either in a federal court, a 
state court, or before the Interstate Commerce Commis- 
sion. The state court would have no jurisdiction, without 
first applying to the Interstate Commerce Commission, if 
the action involved the construction or application of the 
published tariff, or the legality of the published rate. 

Under section 16 of the act, the Commission cannot 
grant reparation for overcharges which accrued more than 
two years before the filing of the complaint. A shipment 
delivered -in 1912 would, therefore, if already barred by 
the local laws, also be barred by the act, before the 
Commission. However, in the case of Corporation Com- 
mission of Okla. vs. K. C., M. & O. Ry. Co. et al., 32 I. C. C., 
384 (see Traffic World, Jan. 9, 1915, page 59), the Com- 
mission held that because the Commission could not afford 
relief by an order for reparation on account of over- 
charges accruing more than two years before complaint 
for recovery was filed with the Commission, “it does 
not follow that the defendants are, on this account, re- 
lieved from their obligations and duties, as prescribed 
under section 6 of the act, to adhere to their established 
tariffs by neither collecting nor retaining rates that are 
more or less or different than the rates herein contained.” 
We can prove from this statement that a carrier may 
and should voluntarily refund an overcharge even though 
collected more than two years before claim was made. 

* * % 
Express Charges in Duplicate Shipments. 

l!linois—Question: “We are engaged in the wholesale 
business of agricultural implements, and all shipments 
from our various plants move subject to the uniform bill 
of lading. We make a carload interstate shipment from 
Station ‘A’ to ‘B’ and in the transportation thereof car 
receives rough handling and contents arrive at destina- 
tion in a damaged condition. In order to hold the sale 
of the entire car, we are obliged to replace the damage 
by express shipments. Now, in filing claim in behalf 
of ihe dealer, we include this additional expense in our 
complaint. The carriers refuse to reimburse us for the 
express charge, stating as their exemption section 3 of 
the uniform bill of lading. We contend that inasmuch as 
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the damage was*caused through the carrier’s negligerce 
our dealers are entitled to the full amount of the extra 
expense accruing on account of intact delivery of ship- 
ment at destination.” 

Answer: In law there is no obligation on ‘the part 
of the shipper to replace any part of a shipment injured 
in transit. Except the shipper contracts with the consignee 
to the contrary, the shipper’s responsibility for either in- 
jury or delay, or delay in delivery of a shipment, ceases 
with delivery in good order to the initial carrier, and 
title to the shipment being thereafter in the consignee, 
the latter’s remedy is against the carrier and not against 
the shipper. The shipper, being under no legal obligation 
to deliver the shipment in good condition to the con- 
signee, and having entered into a contract of affreightment 
with the carrier on the basis of limiting the latter’s lia- 
bility for loss or damage, to the value of the property at 
the place and time of shipment, this would be the amount 
at which the carrier is liable, and not the terms of any 
special contract between the shipper and consignee, since 
the carrier is not a party to the latter. The Cummins 
amendment has been so construed by the Commission and 
which amendment has to the same extent modified the 
ruling of the Commission, in its rehearing of the case of 
Larkins Co. vs. E. & W. Transp. Co., 34 I. C. C., 106 (see 
Traffic World, June 5, 1915, page 1233). 


% * * 


Notice Concerning Special Damages. 


Kansas.—-Question: “We have read with interest the 
article appearing on page 861 of The Traffic World for 
April 22, under the caption ‘Consequential Damages.’ We 
would like to have you state in some future issue if an 
advance in ocean freight rate could be considered as 
special damages which could be collected from the rail 
earrier where shipments are unnecessarily delayed. For 
example, suppose we make a shipment of flour to a South 
American port, and that the ocean rate is to be advanced 
15 cents per hundred pounds on a certain date. The ship- 
ment is delivered to the rail carrier in sufficient time 
for the shipment to reach the gulf port in time to move 
on a certain steamer, but is delayed several days beyond 
the usual running time, and arrives after. the advance in 
rates by the ocean carrier. Would this be a special dam- 
age which we could collect from the rail carrier provided 
we had, at the time of shipment, notified them in writing 
that such special damages would accrue if the shipment 
was not at a certain port of exportation at a certain time? 
Also, we would like to know if such notification to the 
carrier would be binding if made verbally; or, if required 
to be made in writing, should it be done by an indorse- 
ment on the bill of lading or otherwise?” 

Answer: The law requires a carrier to make the de- 
livery only within a reasonable time, when the contract 
of shipment does not specify any particular time for de- 
livery. What is such reasonable time depends upon such 
such circumstances as the mode of conveyance, the dis- 
tance, the season of the year, the character of the weather, 
etc., and is a question for the jury, and therefore does 
not include or. require a delivery at a particular time. 
Whenever a shipper may desire that the transportation 
of his goods shall be hastened, to hold the carrier liable 
in special damages by reason of its failure to deliver the 
same by a certain time, the shipper must show that at 
the time the contract is made, he informed the carrier 
of the special circumstances requiring. expedition in the 
shipment. This rule applies to a shipment requiring de- 
livery to a water carrier, at a certain time, so as to move 
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by a certain steamer or to move under a certain water 
rate. Notice of the special circumstances requiring ex- 
pedition in the shipment must be given at the time the 
contract is made, and not after, and may be given orally 
or in writing, since knowledge of the circumstances and 
an acceptance of the goods for transportation thereunder 
by the carrier is all that the law requires. As a matter 
of care and prudence, it would be well to indorse the 
notice on the bill of lading, thus making it a part of the 
contract of affreightment, as well as establishing proof 
concerning the time when the notice was given. 
% € oe 
Time Within Which to File Claims. 

Wisconsin.—Question: “Will you kindly advise, through 
the columns of The Traffic World, in regard to the four 
months’ clause which now appears in the uniform bill of 
lading? I have been advised by the freight claim agent 
of one of the large roads entering Chicago that the four 
months’ clause is not being enforced on business subse- 
quent to June, 1914. This, it is stated, is in accordance 
with the Cummins amendment. It seems according to 
the statement made by this party, that it was necessary 
_ to refer the matter to the legal department of that road 
as to whether or not the Cummins amendment could be 
construed in that manner. Would it be asking too much 
to have that portion of the Cummins amendment repro- 
duced in your next issue which has bearing on this poiut 
and is it your understanding that the four monihs’ clause 
is not any longer applicable, even though the bill of lading 
still carry it?” 

Answer: That portion of the Cummins amendment 
which relates to the time within which claims for loss 
or damage must be filed reads as follows: “That it shall 
be unlawful for any such common carrier to provide by 
rule, contract, regulation or otherwise a shorter period 
for giving notice of claims than 90 days, and for the 
filing of claims for a shorter period than four months, and 
for the institution of suits than two years, provided, how- 
ever, that if the loss, damage or injury complained of was 
due to delay or damage while being loaded or unloaded, or 
damaged in transit, by carelessness or negligence, then 
no notice of claim, nor filing of claim shall be required 
as a condition precedent to recovery.” By authority of 
the Commission’s ruling In re Cummins Amendment, 33 
I. C. C., 691 (see Traffic World, May 22, 1915, page 1122), 
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the carriers have published in their tariffs and classifi- 
cations a rule governing the time and manner for filing 
claims, and this rule must now be strictly and invariably 
regarded by the carriers. However, inasmuch as the 
Cummins amendment did not become effective until June 
2, 1915, it had no bearing on shipments moving prior to 
that date. 

Prior to June 2, 1915, the uniform bill of lading pro- 
vided, as did the tariffs and classifications of many car- 
riers, that claims for loss or damage must be made in 
writing to the carrier at the point of delivery or at the 
point of origin within four months, after the delivery of 
the property, etc. But as this rule had not been rigidly 
regarded by the carriers, application was made to the 
Commission for its approval of a waiver for a specified 
period of the four months‘ limitation clause contained in 
the bill of lading referred to in tariffs on file with the 
Commission. On this application the Commission held, Ir. 
the Matter of Bills of Lading, 29 I. C. C., 417 (see Traffic 
World, Feb. 28, 1914, page 413), that for the purpose of 
correcting unjust and widespread discriminations which 
would otherwise exist, the carriers would be privileged to 
waive the provision limiting the time within which claims 
should be filed, with respect to all such claims presented 
prior to Dec. 1, 1913, that were not presented within the 
four months’ period, and also all claims accruing within 
two years prior to Feb. 9, 1914, which had not been pre- 
sented to the carriers, provided such claims are presented 
to the carriers on or before April 1, 1914. 

As a consequence, the ruling of the Commission is that 
on all claims prior to Feb. 9, 1914, which were presented 
before April 1, 1914, the carriers may waive the four 
months’ limitation provision, but that on all claims sub- 
sequent thereto and prior to June 2, 1915, the uniform 
bill of lading provision, then in effect, regarding the time 
within which to file claims, must be rigidly regarded and 
that on all claims subsequent to June 2, 1915, the rule as 
established in the Cummins amendment must be followed. 

It is well to state that a number of recent decisions 
in the state and federal courts have held that a carrier 
might by its conduct waive the stipulation in the bill of 
lading relative to the time within which claim must be 
filed, on the ground that Congress has not legislated to 
the contrary, and that the U. S. Supreme Court has made 
no ruling in conflict therewith. 


Docket of the Commission 


Note.—items In the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
fast issue of The Traffic World. Cancellations and postpone- 
ments announced too late to make the change In this Docket 
will be noted elsewhere. 

May 15—Argument at Washington, continued: 
6890—Coal Operators’ Traffic Bureau of St. Louis vs. Terminal 

R. R. Assn. of St. Louis et al. 

a "gears Cornoration Commission of Virginia vs. C. & O. 
et al. 


— 15—Sacramento, Cal.—Examiner La Roe: 
7—Thomson-Diggs Co. vs. A. T. & S. F. Ry. Co. et al. 
8471—Thomson-Diggs Co. vs. A. T. & S. F. Ry. Co. et al. 
8567—W. P. Fuller & Co. vs. A. T. & S. F. Ry. Co. et al. 
a 7 Drescher & Co. vs. Central California Traction 
. et al. 


May 15—St. Louis, Mo.—Examiner Bell: 

Pierce Oil Corporation vs. M. K. & T. Ry. Co. et al. 
May 16—Cairo, Ill.—Examiner Bell: 
* Weis-Peterson Box Co. vs. M. & O. R. R. Co. et al. 


8656—Thos. McFarland Lumber Co. vs, Butler County R. R. 


Co. et al. 


ey 16—Jacksonville, Fla.—Examiner Gaddess: 
* F. S. Application No. 10646 of the Florida East Coast Ry. Co. 





ae A 17—Argument at Washington, D. C.: 

1—D. B. Scully Syrup Co. vs. A. G. S. et al. 
8540—Carlowitz & Co. vs. Can. Pac. et al. 

\. & S. 740—Rates on coal to Missouri stations. 

May 17—San Francisco, Cal.—Examiner La Roe: 
8088—Albert Steinfeld & Co. vs. Southern Pacific et al. 
ey IB se Electric Appliance Co. vs. A. T. & S. F. Ry. 

o. et al. 
8615—Roth-Blum Packing Co. vs. Southern Pacific et al. 
May 18—San Francisco, Cal.—Examiner La Roe: 
&! & S. £03» Rates on lumber to New Mexico points. 


«3 18—Argument at Washington, D. C.: 

1—American Beet Sugar Co. et al. vs. Sou. Pac. Co. et al. 

May 18—Henderson, Ky.—Examiner Bell: 7 

7386—Henderson Commercial Club vs. Ill. Cent. R. R. Ca 
et al. 

May 18—Louisville, Ky.—Examiner Gaddis: 

* Fourth Section Application No. 1065—That portion of Fourth 
Section Application No. 1065 of the L. H. & St. L. Ry. Co, 
which asks for authority to continue rates on classes and 
commodities from Louisville, Owensboro and Henderson, 
Ky., to New York, N. Y., Philadelphia, Pa., Baltimore and 

‘ other eastern points which are lower than rates contempo- 
raneously maintained on like traffic from intermediate points. 

May 19—Cincinnati, O.—Commissioner Hall: 

* 6833—The Pere Marquette and C. H. & D. investigation. 
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May 19—New York City—Examiner Satterfield: 
* In the matter of Bills of Lading (Docket No. 4844 and con- 
oa cases, 


May 19—Louisville, Ky.—Examiner Bell: 
@o~Kentucky Distlleries and Warehouse Co. vs. L. & N. 
oO. e 


s66s—o. C. Mengel & Bro. Co. vs. L. & N. R. R. Co. 


May 20—Louisville, Ky.—Examiner Bell: 

'8595—Jellico Grocery Co. vs. L. & N. R. R. Co. et al. 

8680—Thos. S. Jones & Co. vs. P. C. C. & St. L. Ry. Co. et al. 

May 22—Lexington, Ky.—Examiner Bell: 

* 8677—Board of Commerce vs. Cincinnati, New Orleans & 
Texas Pacific. 

I. & S. 11—In re divisions between the St. Louis & San Fran- 
cisco and the Butler County Railroad. 

May 22—Chicago, Ill—Examiner Gaddess: 

* Fourth Section Application No. 2297—Chicago Great Western 
R. R. Co., asking for authority to continue proportional 
rates on coal from Chicago, Ill., when originating in West 
Virginia and Kentucky, destined to Red Wing, Minn., which 
are lower than rates contemporaneously applicable on like 
traffic to intermediate points. 

*Fourth Section Application No. 2874—Chicago, Milwaukee & St. 
Paul, same as above with reference to coal from Chicago, 
IiL., and Milwaukee, Wis. 

sas 22—Los Angeles, Cal.—Examiner La Roe: 

& S. 804—Rates on wool from California points. 


- 22—St. Louis Mo.—Commissioner Hall: 
* 6833—The Pere Marquette and C, H. & D. investigation. 


May 23—Chicago, Ill.—Examiner Gaddess: 

* Fourth Section Application No. 2808—C. M. & St. P. Ry. Co., 
with reference to class and commodity rates between Es- 
canaba, Wells & Groos, Mich., and points on the Black Hills 
Division of the C. M. & St. P., Chamberlain to Rapid City, 
N. D., inclusive, via the Escanaba & Lake Superior, in con- 
nection with the C. M. & St. P. lower than rates contem- 
poraneously in effect to points intermediate to Escanaba on 
the one hand and points in South Dakota on the other. 


May 24—Toledo, Ohio—Commissioner Hall: 
* ee Marquette and C. H. & D. investigation. 


May 25—Chicago, Ill.—Commissioner Daniels: 

* 8182—In the matter of rates on cement between points in 
Western Trunk Line territory and between points in West- 
ern Trunk Line territory and adjacent territories. 

. & S. 257—Iowa-Minnesota cement rates. 

. & S. 339—Cement rates from Mason City, Ia. 

1. & S. 406—Freight rates between points in Minnesota via 
interstate routes and between points in Minnesota and 
other states. 

* 1. & S. 408—Cement rates between points in Illinois and points 

in Minnesota and other states. 

* 1. & S. 463—Cement rates from Duluth, as Mason City, 

Ia., to stations on Midland Continental R. 
*'t, i = 382—Cement rates from Mason City” “Ta., to Beach, 
° ee ae Portland Cement Co. vs. C. M. & St. P. Ry. 
o. et al. 
* 7138—The Atlas Portland Cement Co. vs. C. M. & St. P.. Ry. 
Co. et al. 
* 8019—Iola Cement Mills Traffic Assn. et al. vs. A. T. & S. F. 
Ry. Co. et al. 

* 8294—Marquette Cement Mfg. Co. et al. vs. C. & P. By. 
* 8321—Huron Portland Cement Co. vs. Detroit & ye Re Ry. 

et al. 

* 8490—Oklahoma Portland Cement Co. vs. M. K. & T. Ry. et al. 
* |. & S. 728—Cement from Mason City, Ia., and other points. 

* . Portland Cement Co. et al. vs. Ill Cent R. R. 

et al. 
. & S. 819—Cement to International Falls, Minn. (No. 2). 


vo 26—New York, N. ¥.—Commissioner Hall: 

* 633—The Pere Marquette and C. H. & D. investigation. 

May 26—Nashville, Tenn.—Examiner as 
8672—Traffic Bureau of Nashville vs. 
8644—Acme Mills vs. L. & N. 


May 29—Memphis, Tenn.—Examiner Bell: 
8673—Lamb-Fish Lumber Co. et al. vs. Akron, Canton & 
Youngstown et al. 
May 29—Salt Lake City, Utah—Examiner La Roe: 
8441—Utah-Idaho Millers’ Grain Dealers’ Assn. vs. Denver & 
Rio Grande R. R. Co. et al. 
June 1—Pueblo, Colo.—Examiner La Roe: 
8548—Colorado Alfalfa Meal and Manufacturing Co. vs. Mo. 
Pac. Ry. Co. et al. 
June 1—New Orleans, La.—Examiner Bell: 
a Wholesale Grocery Co. vs. A. T. & S. F. Ry. Co. 


et al. 
6969—New Orleans Cotton Exchange vs. L. & N. R. R. Co. 
7070—New Orleans Cotton Exchange vs. Sou. Ry. Co. et al. 
Map a Orleans Cotton Exchange vs. Cent. of Ga. Ry. Co, 
eta 
—a ag Orleans Joint Traffic Bureau vs. M. & O. R. R. 
et a 
ry i—Argument at Washington, D. C.: 
& S. 789—Nashville flour transit rules. 
: cid —reight Bureau of C. of C. of Macon, Ga., vs. Sou. Ry. 


**% & 


. & N. Ry. Co. 


al. 
bd 6606—-A pplication of Southern Pacific under Panama Canal act 
in connection with Atlantic Steamship Lines. 


vy 2—Argument at Washington, D. C.: 
& S. 745—Southeastern lumber. 
: aes 5 Cured Lumber Co. et al. vs. Y. & M. V. et al. 
: 8529—Lamb-Fish Lumber Co. et al. vs. Y. & M. V. et al. 
$530—James E Stark & Co. et al. vs. Ih. Cent. et al. 
»-& Ss, at to the northwest. 
» & S. 604—Official Classification ratings. 
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June 3—Colorado Springs, Colo.—Examiner La Bee: 
8470—Seldomridge Grain Co. vs. A. T. & S. F. Ry. Co. et al. 


June 5—Denver, Colo.—Examiner La Roe: 
8424—Hallack & Howard Lumber Co, vs. Denver & Rio Grande 
R. R. Co. et al. 
. & S. 805—Rates on export grain from Colorado. 
an 7—Argument at Washington, D. C.: 
* ee See Freight Relief Association et al. vs. C. & N. 
W. Ry. et al 
* 8525—La Crosse Shippers’ Assn. vs. Ann Arbor R. R. Co. et al. 
* 8581—Cedarburg Advancement Assn. et al. vs. Ann Arbor 
R. R. et al, 
June 8—Argument at Washington ¢: 
* 4981—Pacific Creamery Co. vs. ben Pac. Co. et al. 
* ay. a Corporation Commission vs. A. T. & S. F. Ry. 
o. et al. 
* 7091—Charles R. McCormick et al. vs. Sou. Pac. Co. et al. 
* er te Domestic Coal Co. vs. Kanawha & Mich, Ry. 
o. et al 
June 9—Argument at Washington, D. C.: 
'* 8373—East and West Lumber Co. et al. vs. Ore.-Wash. R. ‘R. 
& Nav. Co. et al. 
*1, & S. 790—New England plaster. 
June 10—Argument at Washington, D. C.: 
* 7653—Union Lumber Co. vs. Gulf, Colorado & Santa Fe Ry. Co. 
* 7514—Fairmont Creamery Co. vs. a. Express Co. et al. 
* §6593—Stevens Grocery Co. et al. vs. St. I. M. & S. et al. 
* 8491—Whiteville Lumber Co. et al. vs. ™stantic Coast Line 
R. R. Co. et al. 
— 12—Washington, D. C.—Examiner Marshall: 
& S. 774—Bituminous coal to C. F. A. territory. 
‘sam 19—Washington, D 
In re Section 10 of the Clayton anti-trust act. 
June 13—Sioux City, Ia.—Examiner Gerry: 
* ay Sioux City Live Stock Exchange vs. C. M. & St. P. Ry. 
‘oO. et al, 
June 14—Argument at Washington, D. C.: 
* 8532—R. R. Commissioners of Florida vs. Fla. East Coast Ry. 
* g519—Lutcher & Moore Lumber Co. et al. vs. Tex. & N. O. 
R. R. Co. et al. 
* 8576—Gulf Atlantic Steamship Co. vs. Atlantic Coast Line 
R. R. et al. 
* 8462—Armour Grain Co. vs. Mich. Cent R. R. Co, et al. 
June 15—Minneapolis, Minn.—Examiner Gerry 
* 8379—Minnesota & Ontario Power Co. vs. Big Fort & Inter- 
national Falls Ry. Co. et al. 
* 8641—Northern Potato Traffic Assn. vs. C. & A. R. R. Co. et al. 


June 19—Washington, D. C.: 
In re Section 10 of the Clay ton anti- trust act. 


October 20—Argument at Washington, D. C.: 
* In the matter of Bills of Lading (Docket No. 4844 and con- 
solidated cases). 





| Digest of New Complaints| 


No. 8703, Sub. No. 3. Ford Paving Co., Omaha and Cedar 
Rapids, vs. St. Louis & San Francisco et al. 

Against a rate of 11 cents on chats from Webb City, 
Mo., to Beatrice, Neb., as unjust and unreasonable. Asks 
for a rate of 8 cents and reparation. 

No. 8804. Orrin S. Good, Spokane, vs. C. M. & St. P. et al. 

Against a rate of 39.5 cents on pine lumber from Springdale, 
Wash., to White Sulphur Springs, Mont., as unjust and un- 
reasonable, unjustly discriminatory to the extent it exceeds 
the rate of 33 cents from Spokane group points or the rate 
from Sand Point, Ida. Asks for a cease and desist order, and 
rates as before indicated, and reparation. (Correction.) 

No. 8836. William Adams et al., Florida, Georgia and Alabama, 
vs. A. B. & A. et al. 

Unjust and unreasonable rates on watermelons from points 
in Alabama, Florida, Georgia, North Carolina, South Carolina, 
Tennessee and Virginia to eastern, northern and western 
points. Asks for reasonable rates and reparation. 

No. 8837. McKay & Morgan, Nashville, vs. L. & N. et al. 

Unjust and unreasonable rates and charges on canned hom- 
iny and canned kraut from Jeffersonville, Ind., to Nashville. 
Asks for cease and desist order and reparation. 

No, 8838. Baltimore Roofing and Asbestos Mfg. Co., Asbestos, 
Md., vs. Western Maryland et al. 

Unjust and unreasonable rates on building and roofing 
paper, asbestos mill board and cement, C. L., and L. C. L., 
from Asbestos to points in Pennsylvania by reason of failure 
to establish through routes and joint rates. Asks for such 
routes and rates, 

No. 8839. The Bishop-Babcock-Becker Co., Cleveland, vs. New 
York Central et al. 

Unjust and unreasonable charges on a2 soda fountain from 
Cleveland to Arkansas City, Neb. Asks for cease and desist 
order and reparation. 

pate 8840. George T. Bowling, Collinsville, Tex., vs, M. K. & T. 
et al. 

Unjust and unreasonable rates and charges on a shipment 
of threshing outfits from Collinsville to Frederick, Okla. Asks 
for a cease and desist order and reparation. 

= 8842, Consumers Co., Chicago, vs. M. St. P. & S. S. M. 
et al. 

Alleges failure of Soo Line to absorb the whole of switch- 
ing charges on ice at Chicago results in unjust and discrimi- 
natory rates. Asks for reasonable rates and reparation 
amounting to $3,300. 

No. 8843. Oliver Chilled Plow Works et al., South Bend, vs. 
New York Central et al. 
Alleges failure to absorb switching charges at South Bend 
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results in unjust discrimination. Asks for non-discriminatory 
rates and reparation. 
No, 8844, ae of Atlanta et al. vs. Southern et al. P 

Against the readjusted rates in the southeast, effective on 
Jan. 1, 1916, as unjust, unreasonable and unjustly discrimi- 
natory. Asks for a general investigation of the whole rate 
structure, as provided in section 15, and the establishment 
of rates to Atlanta set forth in the complaint. 

No, 8845. Natchez (Miss.) Chamber of Commerce vs. La. & 
Ark. et al. 

Unjust and unreasonable joint through class and commod- 
ity rates to points on the line of the La. & Ark., as com- 
pared with rates in effect from Vicksburg, Monroe, Ruston, 
Shreveport, Alexandria and New Orleans to the same desti- 
nations. Asks for a cease and desist order, just, reasonable 
and non-discriminatory rates. 

7 — The Hardy Salt Co., St. Louis, vs. St. L. I. M. & S. 
et al, 

Against a rate of 18 cents on salt from St. Louis to East 
Prairie, Mo., as unjust and unreasonable. Asks for a rate of 
13 cents and reparation. 

No. 8847. The Lennox Chemical Co., Cleveland, O., vs. New 
York Central. 

Against a rate of 23.8 cents on old, empty, returned carboys 
from Cleveland to Detroit as unjust and unreasonable. Asks 
for just and reasonable rates and reparation. 

. 8848. aoe Fisheries Co., Chicago, vs. American Express 

Oo. et al. 

Against a rate of $3 per 100 on fresh fish from Selkirk, 
Man., to Chicago, as unjust and unreasonable, to the extent 
that it exceeds the rate of $2.60, the rate to Detroit or 
Buffalo. Asks for a cease and desist order and reparation. 

No. 8849. Western Grain and Sugar Products Co. and the At- 
lantic Dryer and Varnish Co., Agnew, Cal., and Philadelphia, 
Pa., vs. Baltimore & Ohio et al. 

Unjust and unreasonable rates on carloads of alcohol in 
tank cars from Agnew to Chicago, Minneapolis, St. Louis, 
Parlin, N. J., Philadelphia, Pa., and Norfolk, Va. Asks for 
fifth class rate and reparation. 

No. a Guggenheim & Co., San Francisco, vs. A. T. & S. F. 
et al. 

Against the carload rates on fig pulp from Fresno, Cal., to 
.New York, N. Y., as unjust and unreasonable. Asks for just 
and reasonable rates and reparation. 

= a Simmonds Mfg. Co., Fitchburg, Mass., vs. A. T. & 

Against a rate of $3.40 per 100 pounds on a shipment of 
damaged saws from San Francisco to Chicago, as unjust and 
unreasonable to the extent that it exceeds a rate of $1.50, 
and reparation. 

No. 8852. John Vallange, Revelli, Mont., vs. Northern Pacific. 

Against a charge of $5 per car rental on cars used in po- 
tato shipments from Hamilton, Mont., to Seattle, Wash., as 
unjust and unreasonable. Asks for a cease and desist order 
and reparation. 

on ~ Canyon Lumber Co., Seattle, vs. Great Northern 
et al. 

Against a rate of $3 per car on all cars loaded on its spur 
tracks for the Northern Pacific as unjust and unreasonable. 
Asks for a cease and desist order and reparation. 

No. _ Cheek-Neal Co%ee Co. et al., Nashville, vs. L. & N. 
et al. 

Against a rate of 18 cents on sugar, C. L., from New 
Orleans to Nashville during the period between May 1 and 
Nov. 23, 1915, as unjust and unreasonable. Asks for repara- 
tion to the rate of 17 cents, previously and subsequently in 
effect: also against advances in rates on coffee from New 
Orleans to Nashville. Asks for just and reasonable rates and 
reparation. 

No. 8855. C. M. Ferguson & Son Grocery Co. and the Southern 
Grocery Co. of Pine Bluff, Ark., vs. A. B. & A. et al. 

Unjust and unreasonable rates on canned goods, C. L., from 
Baltimore, Md., to Pine Bluff, the weights being estimated 
instead of actual. Ask for reparation. 

No. 8856. Avery Chemical Co., Boston, Mass., vs. Boston & 
Maine R. R. Co. et al. 

Unjust and unreasonable charge on shipments of dyestuffs 
from Lowell, Mass., consigned to Lanette, Ala., by an im- 
possible routing. Alleges carrier gave no notice of the impos- 
sibility of the routing but collected charges which complain- 
ant thinks were unjust and unreasonable. Ask for cease and 
desist order and reparation. 

No. 8857. Natchez Chamber of Commerce, Natchez, Miss., vs. 
Yazoo & Mississippi Valley R. R. Co. 

Unjust and unreasonable class rates from Natchez to points 
in North Louisiana and Mississippi in comparison with rates 
from New Orleans to same destinations. Ask for cease and 
desist order, just and reasonable rates and reparation. 

No. 8858. Potlatch Lumber Co., Potlach, Idaho, vs. Washington, 
Idaho & Montana Ry. Co. et al. 

Against charges on two carloads of lumber from Potlatch to 
Victoria, Ill, as unjust and unreasonable and in violation of 
published tariffs. Ask for reparation. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
May 5, in I, and §S. No. 778, the Commission further suspended 
from May 11 until November 11 items in the following tariffs: 
McCain, Sup. No. 23 to I. C. C. No. 16, Sup. No. 25 to I. C. C. 
No. 16; Morris, Sup. No. 23 to I. C. C. No. 479, Sup. No. 25 to 
I. C. C. No. 479; Countiss, Sup. No. 23 to I. C..C. No. 997, Sup. 
No. 25 to I. C. C. No. 997. The suspended items withdraw joint 
rates on lumber from points of origin on the Yazoo &.Missis- 
sippi Valley to Spokane, Wash., and other points in Washing- 
ton and Oregon. They were suspended first from January 12 
until May 11. 
May 5, in I. and S, No. 779, the Commission further sus- 
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pended from May 14 until November 14, schedules in Sup. No. 
10 to Countiss’ I. C. C. No. 1003. The suspended schedules 
increase rates on lumber from North Pacific coast points to 
destinations in Texas, Oklahoma and New Mexico. They were 
suspended first from January 15 until May 14. 

May 9, in I. and S. No. 782, the Commission further sus- 
pended from May 24 -until November 24, the following tariffs: 
A. T. & S. F. Sup. No. 4 to I. C. C. No. 7056; C. & A. Sup. No. 
4 to I. C. C. No. A782; Chicago Great Western Syp. No. 4 to 
I. C. C. No, 4942. The suspended tariffs cancel. joint propor- 
tional rates on flour and other grain products from Missouri 
River points, when originating beyond or when manufactured 
at those points from grain originating beyond, to Newport News, 
Norfolk and Pinner’s Point, Va., when for export. Their opera- 
tion was suspended first from January 25 until May 24. 


EXPRESS COMPANY FIGUERS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colerade Building, Washington, D. C. 


January was a good month for the express companies 
of the country. A summary of the result of operations 
in that month, made public by the Commission on May 
6, shows an increase in the operating income from a 
deficit of $584,122 to a positive income of $138,137. 

The operating income of the Adams rose from a deficit 
of $248,299 to a positive of $17,003; the American, from 
a deficit of $140,846 to $43,869; Canadian, from a deficit 
of $20,849 to a deficit of $13,406; the Great Northern, from 
a deficit of $31,566 to a deficit of $10,062; Northern, from 
a deficit of $12,588 to one of $1,183; Southern, from a 
deficit of $9,232 to a positive income of $108,896; Wells 
Fargo & Co., from a deficit of $103,389 to one of $3,297, 
and the deficit of the Western Express Co. was reduced 
from $8,214 to $3,495. 

For the seven months of the fiscal year ending with 
January the operating income of all the reporting com- 
panies rose from a deficit of $181,732 to a positive of 
$6,305,282. The operating income of the Adams rose from 
a deficit of $886,708 to a positive of $1,332,111; American, 
from a deficit of $205,892 to a positive of $1,942,476; Cana- 
dian, from $14,051 to $145,441; Great Northern, from $113,- 
037 to $184,932; Northern, from $123,306 to $202,632; 
Southern, from $276,103 to $794,873; Wells Fargo, from 
$410,369 to $1,315,084, and Western Express, from a deficit 
of $35,476 to a positive income of $80,832. 


SOME RAILWAY STATISTICS 


(Excerpts from railway statistics of the United States for 
the year ending June 30, 1915, prepared by the Bureau of Rail- 
way News and Statistics.) 


In the presence of the all-pervading influence of the Eu- 
ropean war on every phase of American commerce and 
domestic industry, it has been impossible to trace with 
any authority the effect of the findings in the various rail- 
way wage and rate hearings during the year. That the 
partial concession of advances granted by the Commission 
in the Eastern Rate Case, in August, 1914, followed by the 
more liberal decision on the rehearing in December, helped 
the roads in the eastern district materially through a de- 
pressing year is certain, but the record due to the reactions 
from the war fails to disclose the extent to which they 
profited by these decisions. Economies of operation were 
more in evidence than increases in revenues. In fact, 
where the revenues from operation for the half year end- 
ing June 30, 1915, show an actual decrease of less than 
$11,000,000, the expenses of operation were reduced by 
over $56,000,000. It was the persistence in these economies 
through the second half of the year, as much as the re- 
vival in traffic that became evident in July, that enabled 
the railways to finish the year with the largest net earn- 
ings on record. 

Where there was a practical balance in the decisions by 
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the Commission dismissing complaints and granting re- 

ductions in 1914, the tell-tale pendulum in 1915 once more 

swung against the railways, as is shown in the following 

table which distributes these decisions according to the 

commissioner rendering them: 

SUMMARY SHOWING THE TREND OF DECISIONS IN RATE 
AND ADVANCE TARIFF CASES, WITH TERMS OF COM- 


MISSIONERS RESPONSIBLE FOR THEM. 
Advance Tariff 


General Docket. Docket. 
at § 
2 he 2 3 5 " 
es Fe a3 S82 3 
Opinions by— Ss S aS Qe pat —| wor 
® an & 2o 2a ES 
Ps} <6 om ss: —S 
Eo Eo oh Es Es 
5A 20 ao o% oS 
; s A & oF A 
Chairman McChord ...... 1922 8 9 7 5 
Commissioners— 
COMME: «bbe a een 4hobes 1919 11 15 3 5 
Clements ...........++.. 1920 7 10 4 4 
LI 55616 bo « o SSnwne de sS 1916 8 + 8 3 
PERS «66s gees bales. nh70% 1921 8 16 4 3 
SG Sse Ricediotun sy’ a os 1918 15 14 6 5 
Pg ee 1917 3 14 5 3 
The COMMON occ case cave 64 65 25 11 
NE os ake ctee ee 6 ak 124 147 62 39 
Percentage .......... 45.76 54.24 61.37 38.63 


*Elected chairman March 1, 1916. 

It will be perceived that the preponderance of decisions 
granting reductions was offset by the higher proportion of 
decisions permitting advances, which may be taken as 
gratifying evidence of the Commission’s recognition of the 
needs of the railways. The record of the Commission’s 
decisions on the general docket for the past six years 
stands as follows: 

NUMBER OF DECISIONS. 


Granting 

Dismissing Per reparations or Per 

Year. complaints. cent. reductions. cent. 
ng Mey ee Pe eee 39.7 61.3 
IE ey earn ene eae 138 41.1 198 58.9 
BUMEE “ila cde ae am ne cae 93 37.4 156 62.6 
BORE aie) J. .cktece 132 35.2 243 64.8 
IY ok tie ie shisha a 118 42.8 158 57.2 
ey Sa A Re 111 49.8 112 50.2 
DMD cxdbeesued.ao8 oes 124 45.8 147 54.2 
MMS bs cots ie 854 = 00:9 1,233 59.1 


It must not be inferred that the Commission’s activities 
are covered by these decisions. During the year ending 
Oct. 31, 1915, no less than 6,500 informal complaints were 
filed, compared with 7,880 for the corresponding period of 
the preceding year. In what is known as the special 
docket 6,690 applications were filed and 4,742 orders were 
entered authorizing the carriers to refund overcharges to 
the amount of $312,864. 

During the same period (Nov. 1, 1914, to Oct. 31, 1915) 
the Commission conducted 1,548 hearings, in the course of 
which approximately 200,438 pages of testimony were 
taken. Is it any wonder that the Commission has to em- 
ploy 45 examiners to conduct the majority of these hear- 
ings and digest the vast array of téstimony and exhibits 
for its final consideration and detision? 

Where the disturbance in the even tenor of railway 
statistics through innovations in accounting methods has 
put the railway statistics for 1915 out of scientific align- 
ment with those of preceding years, the effects of the Eu- 
ropean war upon railway traffic and consequently on rail- 
way revenues were not conspicuous until after the close of 
the fiscal year. During the six months ended Dec. 31, 1915, 
railway traffic responded in a most remarkable degree to 
the European call for enormous quantities of war muni- 
tions and foodstuffs. The demand came so suddenly as to 
tax railway facilities to the utmost. * * * 

Since the close of the fiscal year 1915, there has come 
about a situation in regard to railway equipment that has 
been foreseen and predicted by every student of railway 
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affairs gifted with the most'elementary faculty of drawing 
conclusions from facts. It was inevitable that there would 
come a time when the equipment adequate to handle traffic 
during a period of industrial depression would be found 
inadequate to handle anything approaching a resumption 
of business on the progressive scale that preceded the 
panic of November, 1907. During the preceding decade 
railway traffic measured by earnings had increased over 
130 per cent, the passengers carried one mile had in- 
creased 131.7 per cent, and the freight tons carried one 
mile 154.3 per cent. This last amazing increase had been 
handled with an increase of 100 per cent in the weight of 
locomotives and 127 per cent in the capacity of freight 


~ Cars, signifying remarkable economies in the use of power 


and facilities. But even at that it took an increase of car 
capacity of over 8 per cent a year compounding to handle 
the increased traffic, and in October, 1907, there was a 
net shortage of 86,811. 


In eight years, between 1907 and 1915, the traffic of 
American railways increased less than 14 per cent, or, 
taking the peak between those years, less than 21 per cent, 
or about 2.5 per cent a year. This was attended by an 
increase of 45 per cent in locomotive weight and of 42 
per cent in car capacity, so at no time during the period 
of eight years since 1907 were the facilities of the railways 
more than locally or temporarily taxed. 

Last June, just before the war boom set in, the net sur- 
plus of cars reported was 299,928. Had traffic increased 
since 1907 at the same rate as during the preceding decade, 
it would have required theoretically nearly 30 per cent 
more locomotive power and car ‘capacity than the railways 
possessed to handle it. 

And now they have to provide power and equipment to 
meet an unprecedented rush, when factories are crowded 
with other orders and prices are soaring and deliveries 
are delayed. They had not the money to buy when fac- 
tories were idle and prices were alluring. And that is 
why the railways realize the force of the old saw, “It is 
always a feast or a famine.” * * * 


Recommendations. 


If regulation of American railways is to continue along 
the present lines of subordinating the transportation neces- 
sities of a continent to the petty interests of individual 
shippers, the sectional jealousies of states, and the rivalry 
of communities, nothing in the way of temporary reforms 
can save it from the inevitable collapse into the incom- 
petent hands of the state. Such recommendations as the 
writer has urged—the transfer of the Bureau of Railway 
Statistics to the Department of Commerce and of the 
investigation of railway accidents to a board of inspectors 
independent of the Interstate Commerce Commission— 
merely scratch the epidermis of railway regulation. 

The trouble with the railway situation lies deeper. Regu- 
lation under the Act of 1889 has served its purpose. It was 
aimed to reform abuses, to prevent preferences, to destroy 
discriminations, to punish rebates and prohibit unreason- 
able rates and: fares, and to shed the purifying rays of 
publicity over the entire transportation field. Its object 
was restrictive, punitive and reformatory, nowhere ex- 
pansive and broadly constructive. It was passed to bring 
the railway industry under the supervision of five dis- 
interested commissioners, and all subsequent amendments 
have only added teeth to the harrow without providing 
one dollar of fertilizer to the field. 

Under such regulation the-future of American railways 
presents a long struggle against sterility. 
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To-day the first need of American railways is a com- 
plete change in the theory and spirit of regulation. The 
American people will not surrender the principle of regu- 
lation, but they should insist that such regulation pro- 
vides them with constantly improving transportation facili- 
ties. They want railways adapted and adaptable to the 
needs of a people now numbering officially over 102,000,000 
souls. They need regulation that shall say to labor, you 
must be content with a reasonable share of the fruits of 
your toil; to capital, you shall be protected in your irre- 
vocable investment in the most essential of all public 
utilities. 

The pending proposal of a railway wage commission 
without authority .to raise the rates that pay the wage 
promises fair only to betray “in deepest consequence.” 


AGENTS ISSUING TARIFFS 


The following list of names and addresses of agents 
issuing freight tariffs has been compiled from the records 
of the Interstate Commerce Commission and will be pub- 
lished from time to time with such corrections as may 
be necessary. We ask subscribers to notify us of any 
errors in this list or any changes that may occur of 
which they have knowledge. There are perhaps fifty 
more such agents on the Commission’s records, but they 
have filed no tariffs recently. 

Allen, S. A., Cent. States Desp.-Continental Line, Cincin- 

nati, O. 

Anderson, Frank, Memphis Tariff Committee, Memphis, 

Tenn. . 

Arnold, H. E., Rutland-Mich. Central Line, Lowell, Mass. 

Barr, F. J., Indianapolis Frt. Committee, Indianapolis, Ind. 

Beck, T. Clem, Lake Shore-L. V. Route, ete., New York, 
n. Y. 


Behrman, M., New Orleans Public Belt R. R. Co., New 


Orleans, La. 
Bell, C. E., Virginia Classification, Atlanta, Ga. 
Bode, C. E., Ill. Cent. Traction Co., Springfield, O. 
Boyd, E. B., Western Trunk Line Committee, Chicago, Il. 
Boyd, E. B., Illinois Frt. Com., Chicago, IIl. 
Boyd, E. B., Gulf Foreign Frt. Com., Chicago, IIl. 
Braun, A. C., Switching Trf. at Dayton, O., Dayton, O. 
Briggs, Lafayette, Traders Desp. F. F. Line, F. H. Stockar, 
Chicago, Ill. 
Broaddus, Andrew, Cumberland Gap Despatch, Louisville, 
Ky. 
Bullen, C. W., S. E. Miss. Valley Trf., New York, N. Y. 
Cameron, Wm., St. Louis-Cincinnati-Louisville Frt. Com., 


St. Louis, Mo. 
Cameron, Wm., St. Louis Eastbound Frt. Com., St. Louis, 
Mo. 


‘ Childers, C. E. E., Pittsburgh Frt. Committee, Pittsburgh, 


Pa. 

Christian, J. R., Mallory & Sou. Pac. Co.’s Atlantic S. S. 
Line, Houston, Tex. 

Collyer, R. N., Official Classification Com., New York, N. Y. 

Conard, G. P., Car Capacities and Dimensions Tariff (The 
Official Railway Equipment Register), New York, N. Y. 

Cottrell, J. J., Va. Lines Trf. Bureau, Richmond, Va. 

Countiss, R. H., Transcontinentl Frt. Bureau, Chicago, II. 

Crawford, John H., Lake Shore-Lackawanna F. F. Lines, 
New York, N. Y. 

Crawford, John H., Mich. Cent.-Lackawanna F. F. Line, 
New York, N. Y. 

Crawford, John H., Wabash-Lackawanna F. F. Line, New 
York, N. Y. ; 


Vol, XVII, No. 20 


Crow, W. R., Erie Despatch, Chicago, IIl. 

Davis, F. V., Ohio coal roads, Columbus, O. 

Denyven, J. M., Mobile Import Tariff, St. Louis, Mo. 

Dudley, Geo., agent for individual lines, Boston, Mass. 

Duke, Nat, Lake Shore-Lackawanna Line, New York, N. Y. 

Duval, J. E., Canadian Car Service Bureau, Montreal, Que. 

Emerson, W. P., New Orleans Tariff Com., New Orleans, 
La. 

Fonda, A. C., Texas Tariff Bureau, Austin, Tex. 

Fulton, C. E., Chicago & Ohio River Com., Chicago, Il. 

Fyfe, R. C., Western Classification Com., Chicago, IIl. 

Gilbert, A. P., Richmond, Va., Switching Directory, Rich- 
mond, Va. 

Gomph, F. W., Pacific Freight Tariff Bureau, San Fran- 
cisco, Cal. 

Graham, H. J., Lackawanna Line, Chicago, IIl. 

Griffin, C. H., Colo.-Utah Frt. Bureau, Salt Lake City, Utah. 

Griffin, C. H., Intermountain Demurrage Bureau, Salt 
Lake City, Utah. 

Griffin, C. H., Local Utah Frt. Bureau, Salt Lake City, 
Utah. 

Guthrie, C. B., Official Frt. Trf. Directory, Washington, 
D. C. 

Hall, A. D., Southern Freight Association, St. Louis, Mo. 

Hardin, F. M., S. E. Demurrage Bureau, Atlanta, Ga. 

Hinton, E. H., Southeastern Freight Assn., Atlanta, Ga. 

Howe, Carl, New York Central F. F. Lines, Chicago, III. 

afunter, J. A. Zanesville Switching Tariff, Zanesville, O. 

Leland, F. A., Southwestern Tariff Committee, St. Louis, 
Mo. 

Lewis, Thornton, Kanawha Despatch, Cincinnati, O. 


Loomis, J. C., Louisville Car Service Assn., Louisville, Ky. 
Loomis, J. C., Chi.-Ind. & Louisville Demurrage and Stor- 
age Rules, Louisville, Ky. 
Lowry, L. A., Chicago Switching Committee, Chicago, III. 
McCain, C. C., Trunk Line Association, New York, N. Y. 
Merki, George, Joint Rate Inspection Bureau, Chicago, Ii. 
Morris, Eugene, Central Freight Association, Chicago, II. 
Morris, Ira W., Columbus Switching Tariff, Columbus, 0. 


Mote, E. E., Pacific Car Demurrage Bureau, San Fran- 
cisco, Cal. 

Neereamer, A. L., Central Electric Traffic Assn., Indi- 
anapolis, Ind. 

Pierce, C. J., National Desp.-Great Eastern Line, Boston, 
Mass. 

Pierce, R. S., Cincinnati Switching Com., Cincinnati, O. 

Powe, W. R., Southern Classification, Atlanta, Ga. 

Rains, G. S., agent, Norfolk, Va. 

Ransom, G. C., Canadian Classification, Montreal, Que. 

Renneker, W. E., Florida Orange-Pineapple Tariff. 

Robinson, L. R., Canadian Pacific Despatch Eastbound 


Guidebook. 
Sedgeman, W. J., Seaboard-Colo.-Utah Com., New York, 


) ee # 
Sedgeman, W. J., Seaboard Texas Com., New York, N. Y.- 
Shallenberger, F. E., Star Union Line, Pitstburgh, Pa. 
Smith, G. A., Peoria-Pekin Switching Tariff, Peoria, Il. 
Souders, L. M., Empire Line, Chicago, Ill. 
Stewart, J. B., Ontario Central Desp. F. F. Lines, New 


York, N. Y. 
Story, S. A., Diamond Desp. & L. V. Transp. Co., Buffalo, 
N. Y. 


Vaughan, R. H., Blue Ridge Despatch, Cincinnati, O. 

Washburn, M. P., S. E. Mississippi V. Frt. Assn., Louis- 
ville, Ky. 

Whiton, H. J., Rome, Watertown & Ogdensburg Line, 
Boston, Mass. 
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LAKE AND RAIL TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 


Colorado Building, Washington, D. C. 

Arrangements for through routes and joint rates be- 
tween the eastern trunk lines and the new Great Lakes 
Transit Co. went into effect the first minute of May 8, in 
part. That the old lake-and-rail arrangement in existence 
prior to the decree of divorce entered by the Commission 
will be in effect June 8, a reading of tariffs which were 
placed on the files of the Commission May 6 to become 
effective May 8 seems to indicate. 

The tariffs of May 6 were filed under special permis- 
sion to become effective in part on May 8 and in full 
on June 8. Tariffs filed by the Pennsylvania, I. C. C. Nos. 
G. 0.-7329 and G. O.-7330, attracted attention because they 
bear references to the “Anchor Line” route. Anchor Line 
is the trade name of the Erie & Western Transportation 
Co., the stock of which is owned by the Pennsylvania. 
The Pennsylvania had announced that arrangements had 
been made with the Great Lakes Transportation Co. by 
which the old Anchor Line would be re-established. 

Tariffs to become effective on the same days have also 
been filed by the Central of New Jersey, Baltimore & 
“Ohio, Western Maryland and other eastern lines. They 
name class and commodity rates from eastern points to 
western via lake and rail, which, without having been 
checked up in detail, seem the same as those in effect 
before the trunk lines were directed to divorce their lake 
lines. 

Shippers in the middle West have been clamoring for 
a resoration of the old rates. The Great Lakes Transit 
Co., when it filed its proportionals, said it expected to 
have joint rates, but that up to that time it had not been 
able to agree on divisions with the trunk lines. 


COLORADO FILES COMPLAINT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


An ambitious scheme is proposed in the recently filed 
complaint of the Public Utilities Commission of the State 
of Colorado and the Colorado Fair Rates Association of 
Denver against the Santa Fe and others. It seeks to have 
rates established on the basis of the New York-Chicago 
scale, with due recognition of the fact that the territory 
west of the Mississippi, in a transportation sense, is not 
as good as that east of the Mississippi. It points to the 
fact that there has been less disturbance in the New 
York-Chicago scale territory since the establishment of 
the scale, in 1876, than in any other part of the country 
as justification for the proposal it makes. 

A complete set of rates is set forth on the assumption 
that the distance between New York and Denver is 2,464 
miles, although it claims the short line mileage, Bur- 
lington and Pennsylvania, is only 1,926, for the hauls be- 
tween New York and Denver, between Chicago and Den- 
ver, between the Mississippi and Denver and between 
the Missouri River and Denver. 

The New York-Chicago first-class rate figures out 1.74 
cents per ton per mile. It is proposed that the New York- 
Denver rate shall be 214 cents, giving a ton-mile of 2.22; 
the Chicago-Denver first-class, 135 cents, giving a ton- 
Inile of 2.65 cents; the Mississippi River-Denver first-class, 
122, giving a ton-mile of 3.00 cents, and the Missouri 
River-Denver first-class, 87, giving a ton-mile of 3.24. 

The existing first-class rates to which objection has 
been made are: Chicago-Denver, 180, yielding a ton-mile 
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of 3.54; Mississippi River-Denver, 162 cents, giving a ton- 
mile of 3.99, and Missouri River-Denver, 115, yielding 4.28 
cents per ton-mile, 

But that is not all the Denver people propose. They 
suggest that the 234 cents scale between Atlantic sea- 
board points and Colorado common points via Galveston 
shall be cut to 194 cents and the Galveston-Denver rate 
of 180 cents and the Denver-Galveston rate of 147 cents 
shall both be reduced to a “between” rate of 132 cents, 
giving a ton-mile of 2.36 cents. 

While they name only rates to Denver and other Colo- 
rado common points, they ask that there be a readjust- 
ment to other Colorado points and to points in Arizona, 
California, Idaho, Montana, Nevada, New Mexico, Oregon, 
South Dakota, Utah, Washington and Wyoming. They 
assert that, while the old adjustment may have been 
justified by the commercial uncertainty as to whether 
Denver and the rest of that country would continue to 
grow, there is not now any such uncertainty, and that 
therefore it is time to extend the blessings of the New 
York-Chicago adjustment, by the extension of that scale, 
in principle to Denver. They desire recognition, they say, 
of the fact that New York, Chicago and Denver. are the 
important points in a rate-making sense, in the area with 
the Atlantic Ocean as its eastern boundary, the Ohio and 
Potomac on the south, the international boundary on the 
north and the continental divide, west .of Denver, on the 
west. 

The complaint is a royal quarto sized book of 166 pages, 
consisting of 10 pages of complaint and prayer, contain- 
ing illustrative scales, the character of which have been 
indicated, and the rest, exhibits of rate adjustments as 
they are and what they should be under the scheme pro- 
posed. - 


CLAYTON LAW HEARING 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

At the request of Chairman Mudge of the American 
Railway Association, the Commission has postponed its 
hearing on section 10 of the Clayton Act from May 16 to 
June 19. The carriers were not at all prepared to take 
up the subject when the Commission made its first an- 
nouncement, and the time between the announcement and 
the day first fixed for the hearing, the carriers thought, 
did not give them much opportunity -for conferences. 

The bill becomes effective next October. So far as 
known, the Commission has no very definite information 
as to the amount of “community of interest” dealing which 
the Clayton law authorizes it to regulate. In many in- 
vestigations testimony has been put into the record indi- 
cating that it is not uncommon for stockholders of rail- 
roads to be engaged in the business of selling supplies to 
the companies in which they have holdings. The insinua- 
tion or intimation in each instance, of course, has been 
that the seller always made an unfair profit at the ex- 
pense of the company, or that the seller, by reason of 
being a stockholder in the confidence of the controlling 
interests, was able to get an advantage over other dealers 
in supplies. 

After the law goes into effect it will be unlawful for a 
railroad company to have dealings amounting to $50,000 
a year with a supply man or company holding an interest 
in the railroad company, or a supply company in which 
officers or employes of the company are interested, except 
upon the competitive bidding basis, and under rules made 
by the Commission, a tentative draft of which the regu- 
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lating body placed before the carriers when it set the hear- 
ing for May 16. 


REPORT ON WRECK 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Engineman Hess is. held responsible, in a report by 
H. W. Belnap, chief- of the Division of Safety, for the 
rear-end collision on the New York Central near Amherst, 
O., on March 29, which resulted in therdeath of twenty- 
five passengers, one employe on duty and one other per- 
son, and injury to thirty-seven passengers, three em- 
ployes, and seven other persons. Hess ran his engine 
into a preceding passenger train and wreckage from it 
was struck by a passenger train running in the opposite 
direction. 

The evidence indicates, says Mr. Belnap in his report, 
that Mr. Hess is an experienced and competent engine- 
man; that he had had adequate rest, and that at the time 
of the accident was in the best of health and that his 
mind was free from worry and outside care. The only 
apparent explanation, therefore, for his failure to heed 
the signal indications is that he became lost in the dense 
fog which prevailed in the vicinity of Amherst. 

The record, said the report, together with a careful 
consideration of an accompanying tabulation, showing ac- 
cidents investigated in connection with which employes 
had failed to observe and signal indications brings forcibly 
to mind the fact that the rules relative to speed permitted 
in foggy weather are in many instances indefinite and 
vague. - 

“If Engineman Hess had been running his train at re- 
duced speed, instead of running at normal speed, and 
even making up time, in all probability he would have 
been able to read the signal indications properly and this 
accident would have been averted,” said the report. “Not 
only train second No. 86 made up time in the fog, but all 
three of the fast trains involved mace up time during 
the night, and the testimony of practically dll employes 
clearly indicates that foggy weather makes no difference 
in respect to the rate of speed at which trains are run. 
It is clearly shown, also, that the operating officers 
charged with the responsibility of knowing that safety 
rules and requirements are observed, were perfectly fa- 
miliar with the fact that trains not only run at normal 
speed, but make up time in dense fogs.” 

The report says ‘tthe investigation “demonstrates how 
imperative is the need of some device that will supple- 
ment the human element and assume control of the train 
in case the engineman fails properly to control it.” Mr. 
Belnap advocated, in connection with this report, the in- 
stallation of automatic train-control apparatus by calling 
attention to recommendations made in the annual reports 
of the Commission on that subject. 


KAOLIN CLAY RATES 


Arthur B. Hayes, for the protestants,.and C. B. H. Hart, 
for the carriers, on May 4 argued in I. and S. No. 757 
as to kaolin clay rates from Edgar and Opahumpka, Fia., 
to destinations in Official Classification territory, and par- 
ticularly to eastern Ohio and West Virginia pottery pro- 
ducing points. Mr. Hayes estimated the advances to run 
from ten to forty per cent, which he said made them 
ludicrous in view of the fact that if the advances were 
allowed the rates, in many instances would be higher 
than rates on tile and other manufactured products. of 
clay, from kilns in Southern Classification territory to 
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Official Classification points. He said the rate per ton 
per mile to Ohio River crossings was higher than the 
rate per ton per mile on clay produced in Georgia. 

Mr. Hart said the rates were compelled by water com- 
petition and had been unduly low to eastern Ohio. Rates 
to consuming points west of East Liverpool, he said, were 
extended through an error. 


QUESTION AS TO PUBLIC STATION 


Arguments were made on May 4 on the question as to 
whether Cupples Station, in St. Louis, is a public station 
within the meaning of the law. Regulations as to that 
station are under suspension by the Commission pending 
inquiry to determine its status. The fact that there is 
such a place has brought out at the inquiry into terminal 
services and allowances resulting from Louis D. Brandeis’s 
suggestions as to how the carriers could improve their 
revenues. without raising their rates as proposed in the 
Five Per Cent case. 

N. S. Brown appeared for the carriers, John S. Burch- 
more for the shippers who maintain the warehouse and 
station under inquiry, and F. S. McPheeters for warehouse- 
men who think it unfair for the carriers to place a sta- 
tion in the Cupples warehouse and pay the owners of 
it for loading and unloading freight that it is the duty 
of the carrier to unload. 

Mr. McPheeters denied the similarity of the situation 
at Cupples station and the Jay Street Terminal, main- 
tained by Arbuckle & Bros. and the Brooklyn Eastern 
District Terminal, owned by the Havemeyer family, which 
once had a large interest in the American Sugar Refining 
Co. The Federal Sugar Refining Co. made the point 
that the carriers were showing undue preference for its 
rivals in the sugar business by establishing stations in 
their warehouses. The Commission decided that the trans- 
portation began at the Jersey shore and that the allow- 
ance made to the stations maintained by the two sugar 
refiners were not permitted under the law. The Supreme 
Court disagreed, holding that a railroad company is free 
to contract for such service and employ a shipper, if it 
desires. The person hired to operate a station is under 
obligation to treat all shippers alike, but Mr. Brown in- 
sisted that employment and holding out to treat all ship- 
pers who desire to use the station alike, are not sufficient 
to convert a building also used for warehouse purposes 
into a station. 


TRANSFER AND STORAGE DIRECTORY 

The 1916 (first) edition of the Transfer and Storage Di- 
rectory, published by the Transfer and Storage Publishing 
Corporation, New York, a volume of 256 pages, is out. 
Regular monthly editions of “Transfer and Storage” will 
carry corrections, changes and additions. The directory 
marks the beginning of an annual service for transfermen, 
storage men, trafficmen, manufacturers, merchants and 
transportation lines for the purpose of making easier the 
inter-city movement of household goods and merchandise 
by showing the location, shipping directions and facilities 
in detail of the transfer and storage companies in the 
United States and Canada. It does not pretend to be 4 
complete index of transfer and storage companies, but aims 
to publish reports of firms that specialize as receiving 
warehousemen and factory distributors or in the inter- 
city movement of household goods. The volume also con- 
tains considerable information in regard to associations of 
warehousemen and transfermen and several contributions 
by well-known men in the business. 
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Personal Notes 








Robert Clinton Wright, recently promoted to traffic man- 
ager, Pennsylvania Railroad, was born in Rio de Janeiro, 
Brazil, Dec. 5, 1869. He 
was educated in the pub- 
lic schools of Baltimore, 
Md., and in the Balti- 
more City College. He 
entered railroad service 
March, 1888, as a mes- 
senger and clerk at the 
Patterson’s Wharf Sta- 
tion, Northern Central 
Railway, at Baltimore. 
From December, 1889, to 
June 1, 1897, he served 
as clerk in the general 
agent’s office at Balti- 
more; from June 1, 1897, 
to Dee. 31, 1898, he was 
soliciting agent of the 
Star Union Line. From 
Jan. 1 to May 1, 1899, he was special agent of transporta- 
tion, Pennsylvania Railroad; from May 1, 1899, to January, 
1901, division freight agent of the same road, at Altoona, 
Pa. In January, 1901, he became division freight agent 
at Harrisburg, Pa. On June 1, 1903, he was appointed 
assistant general freight agent at Philadelphia, and on 
March 1, 1906, was made general freight agent in charge 
of local freight. On May 8, 1912, upon a change in the 
organization, Mr. Wright was promoted to freight traffic 
manager. 





George Dickie Ogden, who succeeds R. C. Wright as 
freight traffic manager, Pennsylvania Railroad, was born 
at Homer City, Indiana 
County, Pa., May 16, 
1868. He entered the 
service of the Pennsyl- 
vania Railroad Co. as 
freight and ticket agent, 
at Homer, Pa., June 1, 
1887. He was trans- 
ferred to Allegheny City 
yard as night yard clerk, 
October, 1890, and to the 
position of transporta- 
tion clerk in the superin- 
tendent’s office of the 
West Penn division in 
November of the same 
year. He was_ trans- 
ferred to Butler, West 
Penn division, as freight 
and ticket agent, May, 1891; to McKeesport, as freight 
agent and yardmaster, February, 1895, and to Harrisburg, 
a freight agent, Jan. 1, 1898. Mr. Ogden was promoted 
to division freight agent, at Altoona, Pa., on Jan. 14, 1901. 
He was transferred to the B. & A. V. division, Pittsburgh, 
in the same capacity on June 1, 1903, and on March 1, 
1906, he was advanced to the position of assistant gen- 
tral freight agent at the general offices in Philadelphia. 
On May 8, 1912, upon a change in the organization of 


the company, Mr. Ogden was promoted to general freight 
agent 
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Julien L. Eysmans, who has just become general freight 
agent, Pennsylvania Railroad, was born in Brussels, Bel- 
gium, March 18, 1874. 
His parents moved to 
America in 1876 and set- 
tled in Reisterstown, Md. 
He was educated in the 
public schools of Balti- 
more. Mr. Eysmans en- 
tered the service of the 
Pennsylvania Railroad 
Co., as messenger, in 
the office of the division 
freight agent, at Balti- 


more, May 1, 1891. On 
Oct. 1, 1893, he was 
moved to Washington, 


D. C., as a clerk, and 
July 1, 1894, he returned 
to Baltimore as a clerk. 
On Aug. 1, 1896, he was 
appointed freight solicitor and agent of the Anchor Line, 
Baltimore, April 1, 1899; freight solicitor at Reading, 
March 26, 1900, and district freight solicitor at Baltimore, 
March 9, 1903. He became eastern superintendent of the 
Star Union Line at New York, on Jan. 1, 1904. On Feb. 
28, 1906, he was promoted to general freight agent of the 
Cumberland Valley Railroad, and on June 1, 1911, trans- 
ferred to division freight agent of the Pennsylvania Rail- 
road, at Pittsburgh. On May 8, 1912, upon a change in the 
organization, Mr. Eysmans was promoted to assistant gen- 
eral freight agent, with headquarters at the general office, 
at Philadelphia, Pa. 

John M. Gross, newly appointed assistant general freight 
agent, Pennsylvania Railroad, was born at York, Pa., Feb. 
15, 1877. He entered the 
service of the Pennsyl- 
vania Railroad Co. April 
15, 1896, as a clerk, in 
the York, Pa., freight sta- 
tion. Nov. 9, 1896, he 
was advanced to billing 
clerk. Jan. 15, 1899 he 
was promoted to freight 
sclicitor, in the office of 
the division freight 
agent, at Baltimore, Md., 
and March 26, 1900, was 
appointed freight solicit- 
or of the Star Union 
Line, at Baltimore. He 
was transferred to Roch- 
ester, N. Y., as agent 
for the Despatch Lines, 
on Nov. 15, 1902, and March 16, 1903, he was appointed 
freight solicitor of the Pennsylvania Railroad and agent 
of the Star Union Line, with headquarters at Reading, 
Pa. March 16, 1904, he was appointed special agent, at 
Pittsburgh, and on Feb. 15, 1905, was promoted to division 
freight agent, at Altoona. On Jan. 1, 1909, he was trans- 
ferred to Baltimore, Md., as division freight agent, and 
on May 8, 1912, he was advanced to Pittsburgh in the 
same capacity. 

W. J. C. Kenyon of Ottawa, Ill, has been appointed 
traffic commissioner of the Commerce Club of, St. Joseph, 
Mo., to succeed H. G. Krake, who resigned to go to Ben- 
ton Harbor, Mich. Some years ago Mr. Kenyon organized 
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the passenger department of the Chicago, Burlington & 
Northern Railroad Co., with headquarters in St. Paul. 
He was general freight and passenger agent of the road 
at St. Paul for seven years, and for ten years was general 
manager of the Omaha Stockyards & Railway Co. During 
the following two years he was vice-president and general 
manager of the Chicago Freight Subway Co., and the 
subsequent year was vice-president of George W. Jackson 
& Co., Chicago contractors. Then he became a consulting 
engineer, his specialty being laying out steam and electric 
railways and electric light and power stations. He col- 
laborated with Horace G. Burt, then president of the Union 
Pacific system, in a traffic and operating report on the 
rehabilitation of the Lake Erie Railroad, which was pre- 
paring to expend $20,000,000 on improvements. He also 
prepared a report on proposed new freight handling fa- 
cilities for Chicago, for which $10,000,000 was expended. 

Robert Hartshorne Large, appointed, May 1, 1916, coal 
traffic manager, Pennsylvania Railroad, was born in Phila- 
delphia, Oct. 31, 1875. On 
April 15, 1895, he entered 
the service of the Penn- 
sylvania Railroad, in the 
maintenance of way de- 
partment, as a rodman 
on an engineering corps 
making a property sur- 
vey of the Belvidere di- 
vision. He remained in 
the service of the main- 
tenance of way depart- 
ment until July, 1896, at 
which time he was ap- 
pointed a clerk at the 
Thirtieth and Market 
streets freight agency. 
After occupying the po- 
sion of scale clerk, re- 
ceiving clerk, etc., in December, 1896, he was transferred 
to the general freight department, Broad street station, 
in the capacity of a claim clerk. Mr. Large remained in 
the service of the company, occupying various clerical 
positions in the general freight department, until the 
latter part of April, 1898, when he resigned his position 
to volunteer in the United States army for service during 
the Spanish-American War. He re-entered the service of 
the Pennsylvania Railroad Co. in 1898, in the general 
freight department, as a rate clerk. In 1899 he was ap- 
pointed assistant chief rate clerk in the general freight 
department. He held this position until Jan. 15, 1900, 
when he resigned to accept the appointment of joint 
freight solicitor of the Pennsylvania Railroad, and the 
New York, Philadelphia & Norfolk Railroad, with head- 
quarters at No. 26 South Fifteenth street, Philadelphia. 
On Dec. 1, 1901, Mr. Large was appointed freight solicitor, 
United Railroads of New Jersey, with headquarters at 
Broad street station, Philadelphia; on Jan. 15, 1903, special 
agent, Buffalo and Allegheny Valley division, and agent 
of the Anchor Line, with offices at the Union station, 
Pittsburgh. On June 1, 1903, he was promoted to division 
freight agent, Pennsylvania Railroad, with offices at Al- 
toona. Mr. Large was appointed coal freight agent of the 
Pennsylvania Railroad Co. on Feb. 15, 1905, and on May 
25, 1910, general coal freight agent. 





The Chicago & Alton Railroad Co. announces the ap- - 


pointment of C. W. Galligan, assistant freight traffic man- 
ager; A. E. Lee, general freight agent, vice Mr. Galligan; 
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J. F. Vosburgh, assistant general freight and passenger 
agent. The headquarters of these officers is at Chicago. 

E. L. Taylor has been appointed commercial agent of 
the Union Pacific system, at Santa Barbara, Cal. 

Andrew Michel has been appointed traveling freight 
agent of the Virginian Railway, with office at Chicago. 

H. W. Bean has been appointed traveling freight agent 
of the Seaboard Air Line Railway, with office at Chicago. 

J. Gowin has been appointed general agent of the Gulf 
Coast Lines, with office at Kansas City, Mo., vice S. B. 
Franklin, resigned. 

W. C. Bewley, commercial agent of the Georgia Rail- 
road, at Jacksonville, Fla., has been appointed commercial 
agent, with office at Memphis, Tenn. . 

J. G. R. Williams, export and impert agent of the Texas 
& Pacific, at New Orleans, La., has been appointed for- 
eign freight agent, with office at New Orleans. 

H. L. LeCompt, chief clerk of the Wabash Railway, at 
Philadelphia, has been appointed traveling freight agent, 
at Philadelphia, succeeding J. R. Long, resigned. 

Frederick C. Lang, freight solicitor of the Star Union 
Line, at Chicago, Ill. has been appointed agent of the 
line at Kansas City, Mo., vice L. G. Griffin, who died. 
passenger agent of the Houston & Texas Central, with 
office at Fort Worth, Tex., vice R. E. Lay, resigned. 

The St. Louis Southwestern Railway Co. announces the 
appointment of F. E. Rownd, commercial agent, Kansas 
City, vice J. L. Marens, resigned on account of ill health. 

H. J. Fitzgerald has been appointed division freight and 

R. L. Boyd has been appointed to the newly created 
position of the traffic manager of the Guif, Sabin & Red 
River Railroad, for the Lutcher & Moore Lumber Co., with 
office at Orange, Tex. 

John F. Bon is appointed general agent, freight depart- 
ment, of the Great Northern Pacific Steamship Co., with 
headquarters at San Francisco, Cal., vice D. Kelley, as- 
signed to other duties. 


R. H. Bell, general agent of the Canadian Northern at 
Chicago, Ill., has been apopinted district. freight agent, 
with office at Edmonton, Alta. F. G. Wood, commercial 
agent at St. Louis, Mo., has been appointed general agent 
at Pittsburgh. 

A. D. Aiken has been appointed general agent of the 
Chicago, Rock Island & Pacific, with office at St. Louis, 
Mo., vice E. J. O’Neill, who died. J. I. Johnson has been 
appointed commercial agent at St. Joseph, Mo., vice Mr. 
Aiken, and A. Peterson has been appointed general agent 
of the Chicago, Rock Island & Gulf, with office at Amarillo, 
Tex., vice Mr. Johnson. 


W. H. Wynn, commercial agent of the Southern Pacific 
system at Little Rock, Ark., has been transferred to New 
Orleans. L. C. Bourchard, traveling freight and passenger 
agent at New Iberia, La., becomes commercial agent at 
Little Rock, succeeding Mr. Wynn. J. E. Carter has been 
appointed traveling freight and passenger agent at New 
Iberia, La., succeeding Mr. Bourchard. 

Assistant General Freight Agent J. K. Butler of the 
Southern Pacific Co. has resigned that office and_on June 
14 will leave for Honolulu to become traffic manager for 
the Oahu Railway and Land Co. The Oahu Railroad hat- 
dles the bulk of the sugar and pineapple shipments of 
the Hawaiian Islands. He entered the service of the 
Southern Pacific thirteen years ago as statistical clerk 
in the freight department and rose rapidly. In 1909 he 
was placed in charge of a special bureau of the freight 
department to handle cases before the Interstate Col 
merce Commission and the state railroad commission, and 
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his further advancement followed his work as an expert 
railroad witness in the Intermountain Rate case. He has 
long been an active member of the Transportation Club 
of San Francisco. 


Leroy Halyard, recently made traffic manager of George 
C. Brown & Co., manufacturers and wholesale dealers in 
hardwood lumber, Memphis, Tenn., entered the service of 
the Louisville & Nashville Railroad on the Memphis divi- 


LEROY HALYARD. 


sion as operator, May, 1904. March 10, 1906, he was pro- 
moted to export bill of lading and rate clerk with the divi- 
sion freight agent at Memphis. In 1907 he left the service 
of the Louisville & Nashville to become chief bill clerk in 
the local freight office of the Illinois Central Railroad. In 
July, 1908, he was promoted to chief rate clerk to the 
commercial agent of the road. In August, 1911, he was 
promoted to rate clerk to the general freight agent, han- 
dling all rates on forest products and perishable traffic 
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south of the Ohio River to the coast. Sept. 15, 1913, he be- 
came assistant secretary of the Southern Hardwood Traffic 
Association, and Feb. 1, 1916, he was transferred to the 
branch office of the Association at Louisville as resident 
manager. He resigned April 15 to take his present 
position. 


Hugh D. Driscoll, for the last four years commissioner 
for the Topeka Traffic Association, has resigned to accept a 


H. D. DRISCOLL. 


similar position in Waco, Tex., with the Waco Chamber 
of Commerce... He will remain at Topeka until his suc- 
cessor is appointed. Mr. Driscoll was appointed commis- 
sioner of the association immediately after its organiza- 
tion and has been largely responsible for its growth. Pre- 
vious to his connection with the Topeka Traffic Association 
he was for a year connected with the rate department of 
the state public utilities commission. Before that he was 
for four years with the Kansas City Southern Railway. 


The German American Car Co. 
General Offices, Harris Trust Building, Chicago 


Tank Cars Leased for All Commodities 


We Build New Tank Cars 


Eastern Office: 


" Naw York 


San Francisco 


Rebuild Old Tank Cars 


Pacific Coast Office: 
24 California Street 
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Before joining the Kansas City Southern, he was connected 
with several railroads in the south, serving at various 
times in the superintendent’s, trainmaster’s and local 
freight offices. - 

The Pennsylvania Railroad Co. announces that Na- 
thaniel F. Carter has been appointed freight solicitor at 
Philadelphia, vice Walter Allison, promoted; L. S. Weber 
has been appointed freight solicitor at Philadelphia, vice 
Nathanie] F. Carter, promoted; William L. Peebles has 
been appointed freight solicitor, New York, vice Lester 
W. Fisher, promoted; James G. Parnell has been ap- 
pointed freight solicitor, Baltimore, Md., vice William L. 
Peebles, promoted; Ernest O. Preston, Jr., has been ap- 
pointed freight solicitor, Baltimore, Md., vice James G. 
Parnell, promoted; S. Ashton Souder, Jr., has been ap- 
pointed freight solicitor, Washington, D. C., vice Curtis 
T. Franklin, promoted; Thomas W. Preston has been ap- 
pointed freight solicitor, Philadelphia, vice Thomas G. 
Aspinwall, promoted. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New York, led by the Naval Re- 
serve Band, participated in the Preparedness Parade in 
New York to-day. Walter J. L. Banham was grand mar- 
shal. 


The Transportation Club of Louisville invited the mem- 
bers of the Transportation Club of Indianapolis to be 
its guests at a dinner and meeting at the Seelbach Hotel, 
Louisville, Tuesday evening, 6:30 p. m. May 16. The 
plan is to leave via Pennsylvania 12:45 noon on Tues- 
day, arriving Louisville 4:30 p. m., where the visitors 
will be met by a committee with automobiles, who assure 
us a pleasant time sight-seeing and at dinner. Return- 
ing, the party will leave Louisville via Pennsylvania at 
11:10 p. m., by sleeper, which can be occupied until 7:30 
the next morning, at Indianapolis. 


At the recent annual election of officers of the Traffic 
Club of Baltimore the following were chosen for 1916-17: 
President, H. R. Lewis; first vice-president, John F. Wil- 
helm; second vice-president, J. L. Hayes; secretary, C. C. 
Kailer; treasurer, W. H. Smallwood; board of governors, 
L. B. Leary, F. L. Byrd, A. Jos. Hubbard, George F. Med- 
inger, William B. McGroarty, W. T. Hunter, W. W. Tingle; 
Mr. Leary is chairman. On Tuesday night, May 9, the 
regular monthly meeting of the club was held at Hotel 
Joyce. Dr. John H. Latane of the Johns Hopkins Uni- 
versity lectured on “Need for National Defense from the 
Viewpoint of Our Present Foreign Relations.” The Mary- 
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land League for National Defense showed photo-pictures 
on defense. 


The Traffic Club of Chicago will listen to a travel talk 
by Spearman Lewis, secretary, Chicago Summer Resort 
Bureau, in the Ball Room, Hotel La Salle, Thursday noon, 
May 18. Luncheon will be served. A personally conducted 
tour of Chicago’s parks, bathing beaches, new $4,000,000 
Municipal Pier, and a brief stereopticon lake cruise along 
neighboring shore lines and cottage resorts as far north 
as Sault Ste. Marie has been arranged by Mr. Lewis. 
Ladies are invited, contrary to custom. 


A CORRECTION 
In an article under the caption, “To Amend Cummins 
Act,” on page 968 of the Traffic World of May 6, the num- 
ber of the senate bill proposing to correct the Cummins 
amendment. wa As 3096, instead of 3069, as it should 
have veokbanmterne and sheep” were omitted from the 
list, in the bill, included under “ordinary live stock.” 


POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THB 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 per 
inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 

THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 


SE 

TRAFFIC MAN—Position wanted by a college graduate, 
age 26, either as assistant in traffic office of a large firm 
or chamber of commerce, or to organize transportation 
department for a young and growing business. I have 
pursued graduate work at Pennsylvania in transportation, 
traffic, industry and geography. “Familiar with the con- 
struction of rates, use of classification, tariffs, routes, etc. 
Preparation very thorough and complete., Excellent reason 
for leaving present position. Best references in regard 
to character, ability and integrity. Will arrange personal 
interview. Address C. B. Hutchings, Holland Patent, N. Y. 


TRAFFIC MANAGER, with a complete and up-to-date 
library of tariffs and classifications (more than 3,000 is- 
sues, valued at $1,000), desires a position as TRAFFIC 
MANAGER for industrial concern. Has had wide ex- 
perience and technical training. Will bring tariff library 
along, make it a part of your institution and will be ready 
to take complete charge of your traffic department within 
48 hours after arrival. Will ask for moderate salary until 
worth is proven. C. L. 12, care The Traffic World, Chicago. 


PREVENT PILFERING and DAMAGE 


TO YOUR SHIPMENTS BY USING 


ACME STEEL BOX STRAPPING 


Makes strong, durable containers 


No. 7 Acme Box Strap 


WRITE FOR CATALOGUE 


ACME STEEL GOODS CO. 


Acme Twisted Wire Box Strapping 


Manufacturers 


2840 Archer Avenue - CHICAGO 








May 13, 1916 





Help for Traffic Man 


This department is conducted by a traffic man of long experience 
and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of inves- 
tigation contemplated. Questions will be answered as promptly as 
possible. No answers will be given by mail. 


Address “Help for Traffic Man,” The Traffic Service Bureau, 
418 S. Market St., Chicago, Ill. 


———EE ie! 


Decisions Cited. 

Q.—Would appreciate very much if you would advise 
through your columns the issues of The Traffic World 
setting forth the Interstate Commerce Commission’s de- 
cisions in the following cases: Galveston Commercial 
Assn. vs. A., T. & S. F. Ry. Co., 25 I. C. C. 222; Alexander 
vs. Southern Railway Co., 25 I. C. C. 32;. Alen Wood Iron 
& Steel Co. vs. Pa. R. R. Co., 24 I. C. C. 32; N. Y., N. H. & 
H. R. R. Co. vs. Porter (Mass.), 108 N. E. 499. 

A.—The three Interstate Commerce Commission deci- 
sions, in the order mentioned, will be found in the following 
issues of The Traffic World: Dec. 14, 1912, page 951; Nov. 
16, 1912, page 753, and Jan. 22, 1912, page 1356. The 
fourth decision, which seems to be that of a Massachusetts 
court, we have no record of. Perhaps if we had a little 
more information about the case we could answer the ques- 
tion. A copy of this decision, however, may be obtained 
from the West Publishing Co., St. Paul, Minn., for a 
nominal charge. 

Combination Less Than Through Rate. 

In answer under the above heading appearing in our 

issue of May 6, we stated in effect that we knew of no 
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objections to rebilling shipment at intermediate point for 
the purpose of securing benefit of combination of locals 
lower than through rate, provided actual possession of 
property is taken at such intermediate point. We know 
this custom is pretty general. But the Interstate Com- 
merce Commission’s decision in Case No. 6817, Kanotex 
Refining Company vs, A., T. & S. F. Ry. (The Traffic 
World, June 26, 1915, p. 1389), holds the practice unlawful. 
In this case the Commission says: “That on any through 
carriage of traffic between interstate points the lawfully 
published interstate rate must be applied by the carrier and 
paid by the shipper, and that where the through interstate 
rate in effect between two points is higher than the aggre- 
gate of the intermediate rates, any plan of first billing to 
an intermediate point a shipment really intended to reach 
a destination beyond is simply a device for defeating the 
lawful through rate, and is unlawful.” 

If such a shipment, however, has been assessed and paid 
for on the basis of the published through rate, a reparation 
claim for refund to the combination basis might be filed 
with the Commission. 

Charge for Reswitching. 

Q.—I would very much like to have you advise the 
writer in regard to the clause in the Pennsylvania Co. 
Switching Tariff, which reads: ' 

“Carloads received from connecting rail lines in the 
Cleveland Switching District switched from one 
location to another location upon orders for the purpose 
of placing for delivery, will be reswitched to industries on 
the Pennsylvania Co. tracks having private sidings 
at a rate of $2.50 per car for each time car is re- 
switched .. ..” 

The order was placed with the carrier making the road 





Permanent Relief From 











N. Y. Terminal Congestion 


Hoboken Shore Road has won national recognition among 


Traffic Managers for the superb way in which it has offered 
relief to its clients from freight congestion in New York Port. 


Hoboken Shore Road service is a permanent feature of 
terminal freight transfer in New York Port. 


Hundreds of shippers who value present and future freedom 
from terminal difficulties are becoming our clients by billing 
their freight “Via Hoboken Shore Road.” 


Hoboken Shore Road Service 














Can Help You 





No charge to you on carlots. Our earnings paid by the trunk 


lines. 














Hoboken Shore Road 


connects with 


D. L. & W. R. R. 
West Shore R. R. 
New York Central 
(Except between Chatham 
and Mt. Vernon and Nep- 
perhan, N. Y.) 
N. ¥Y. O. & W. R. R. 
Central R. R. of N. J. 
Baltimore & Ohio R. R. 
Lehigh Valley R. R. 
Pennsyivania R. R. 
Erie R. R. 


For all carlot shipments. 
It handles freight to the 


Holland-American Line 
Scandinavian-American Line 
Willson Line 
Hamburg-American Line 
North German Lloyd Line 


All freight billed “Via Hoboken 
Shore Road” is accepted by these}: 
lines despite any embargo. ms 











We move freight directly by rail between trunk lines and steamship companies. (listed te ; 
right) with ONE HANDLING, by using electric trucks carrying a ton at a time. 
Rigid yard inspection prevents delay. Special emergency service locates lost freight. 


Ample switching facilities and equipment meet any rush. 
Save time, breakage, claims, forfeitures by using this service all the time. 


HOBOKEN SHORE ROAD, Foot of Fifth St., Hoboken, N. J. 


222 Ss 2k 
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haul to recard a car that already had gone to connection, 
but had not been placed on siding of original consignee. 
The order was given the Pennsylvania Co., and although 
the car was at their Kinsman St. yard, two miles’ distance 
from original consignee’s siding, and the siding to which it 
was reconsigned was only a few rods away on the Penn- 
sylvania Co. tracks from where the car was, and yet in 
spite of it all; the Pennsylvania Co. claim that because the 
car had been classified, it was, therefore, as good as placed 
and forced us to pay $2.50 reconsigning charge. 

A.—The rule you quote appears to provide charge for re- 
switching. The car in question does not seem to have 
been reswitched, and we are unable to concur in the view 
that so long as the car had been classified it was as good 
as placed. 

It does not appear, however, that it was the duty of 
the carrier to reconsign the car free of charge, and it 
seems to us that it is entitled to assess its published re- 
consigning charge for that service. 

Rating on Hay or Corn Knives. 

Q.—By referring to page 48, item 2, Official Classification 
No. 43, I find that the rating applicable to knives, cane, 
corn or hay, less than carload, when packed in double 
burlapped or straw-roped bundles, is first class; when 
packed in boxes, R25 carloads, fifth class—minimum 24,- 
000 Ibs., subject to R27. 

We have purchased this commodity from different con- 
cerns located at various points in Official Classification 
territory, and in most cases the shipments are made in 
crates, for which no provision is made in the Official 
Classification to cover. 

Will you please advise, through the medium of your pa- 
per, the correct rating applicable on hay or corn knives 
shipped in crates, giving authority for same. 

A.—In view of the fact that Official Classification rating 
is stated as applicable on shipments transported in boxes 
or double-burlapped or straw-roped bundles, it would ap- 
pear that carrier’s agent should not have accepted ship- 
ments packed in any other manner. 

However, if shipments in question were accepted and 
transported in crates it seems to us they should be ac- 
corded rating applicable on shipments in boxes. 

Shipment Refused by Consignee. 
Q.—We recently billed a carload of hay to a nearby 








WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Il. 


Do Business by Mail 

~ It's le, with accurate lists of prospects. Our catalogue 
contains vital information on Mail Advertising. Also prices and 
quantity on 6,000 national mailing lists, 99% guaranteed. Such as: 

War Material Mfrs. Wealthy Men Fly Paper Mfrs. 

Cheese Box Mfrs. Ice Mfrs. Foundries 

Shoe Retailers Doctors Farmers 

Tin Can Mfrs. Axle ~aege ee pat Se 

Druggists Railroa ployees Fea DusterMfrs. 

Auto Owners Contractors Hotels 

Write for this valuable reference book. 
Ross-Gould, 822-P Olive Street, St. Louis. 


Ross-Gould 
Mariling 
RestS St.Louis 
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point for delivery to consignee upon a connecting road. 
Shipment arrived at destination and was refused by 
consignee. 

The carrier performing the road haul did not notify us 
of the refusal of this car, but ordered car set back to 
their own rails, involving an additional switching charge. 
The carrier contends that it is their duty when a car is 
refused, and that they have the authority to order this 
car back to their rails, so as to be in closer touch with the 
shipment until final disposition orders are given. 

As carrier did not advise where they get this authority, 
and we are unable to locate anything upon it, will you 
kindly advise your idea of this matter? 

A.—Referring to shipments damaged in transit, the In- 
terstate Commerce Commission, under Ruling 67 (d) of 
Tariff Circular 18-A, says: 

“Where a shipment is refused and is left on the hands 
of the carrier, it is believed that the carrier, when it recog- 
nizes its responsibility for the value of the shipment and 
the transportation charges on same, may haul it for itself 
to such point on its own lines as offers the best oppor- 
tunities or facilities for disposing of it to advantage, just 
as it may haul property of its own.” 

While this apparently does not cover the case you men- 
tion, if may be that carrier construes same as laying down 
a general principle which may be invoked in connection 
with shipments refused by consignees for any reason, or, it 
is possible carrier has published rule applicable to refused 
shipments which may cover. 


TRANSCONTINENTAL RATES 


Editor, The Traffic World: 

The following appears in your issue of April 29: 

“The question is whether the interior points, compelled 
by reason of Panama Canal competition to pay higher rates 
than the coast terminals pay, are not now, the water com- 
petition having disappeared, being discriminated against 
by this rate structure.” 

To my mind the question is: 

Do the interior points pay more now than they did be- 
fore the canal competition compelled the lower coast rates 
now in existence? What were their rates from the East 
in dollars per ton.per se before the canal was opened und 
what are their rates in dollars per ton now? Not what 
they are as related to coast rates. 

The canal and the Fourth Section were built to lower 
rates in general and lower costs to consumers (public and 
manufacturers). Has not this been the result? The canal 
and the Fourth section, as amended, were not built to per- 
petuate. some set of jobbers, but to disturb a number of 
jobbers at locations favored in the past. 

J. R. Schurz. 

Newark, N. J., May 3, 1916. 





Of course, the interior points do not pay more now than they 
did before the canal compelled the lower coast rates, but they pay 
more relatively, as compared with the coast cities, and the 
reason for this state of affairs has disappeared. Everything 
is relative in this world, and freight rates more than anything 
else. The question of discrimination is important. The canal 
was, in truth, built to lower rates, but, for the purposes of this 
argument, the canal is no more. Having vanished, can it be 
expected to exercise an influence after death? The Fourth Sec- 
tion, by the way, was not built to lower rates, but to prevent 
discrimination.—Editor The Traffic World. 


CLASSIFICATION MEETING POSTPONED. 
The Southern Classification Committee meeting, which 
was scheduled for New York, ‘June 5, has been postponed 
until a date to be announced later. 
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Do You Use Transfer and Storage 
Companies In Your System 
of Distribution ? 


MDANSFER~STO 
Mec apt 


is more than a mere list of transfer and storage com- 
panies. 





It gives you the name and office address of the ware- 
house company; the names of the officers; tells when 
the business was established and the amount their 
investment represents, as an indication of reliability; 
tells what lines of transfer and storage work are 
handled; tells whether the warehouse is fireproof, the 
capacity of the warehouse, sidings on which railroads. 
and the most convenient delivery stations. 


A copy will be sent for five days’ inspection. The ap- 
plication must be on the company’s letterhead and the 
applicant should state what position he holds with 
the company and agree to return the copy or send us 
$3.00 within five days from receipt of same. 


Transfer and Storage Publishing Corp. 


Commercial Engineers Building, New York, N. Y. 


SPECIAL OFFER 


TO 


TRAFFIC WORLD SUBSCRIBERS 





Personal Replies by Mail or Wire to 
Legal or Special Service Inquiries 


Book of 5 Legal Coupons $5.00 Good Within 1 Year 
6é 6c 12 “cc 6é $10.00 i} ae ii 48 
66 6é 10 Service 6é $5.00 66 oe 6é 6é 
&é ras 24 éé (Ti $10.00 “ec 6é 6c“ éé 


Single Legal Inquiries $1.00 


Service “ $0.75 
Let Us Give You The Details 


TheTraffic Service Bureau 


418 So. Market St. 505 Colorado Bldg. 
CHICAGO WASHINGTON, D. C. 
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A FABLE BASED 
UPON FACT 


Once upon a time (Anno Domini nineteen six- 
teen) a certain man ‘“‘somewhere in the North- 
west’ contracted to erect a large building. 


The man agreed to have the building com- 
pleted within a specified time or forfeit many 
shekels per day for every day’s delay. 


The building required in its construction many 
tons of steel and at the time the man entered 
into the contract, away around on the other 
side of the world was an immense and vorac- 
ious beast whose appetite for steel was insati- 
able. The beast ate so much and so fast the 
makers of .steel could not keep it fed and 
supply the man the many tons he had con- 
tracted to erect, so the time came when the 
building must be finished and the man 
had to produce many shekels each day which 
made him sweat blood and curse the beast. 


Finally the steel was shipped from a far off 
place in the East, loaded upon five great cars, 
to the man “‘somewhere in the Northwest,” 
and together they reached a great place where 


all roads end and begin. 


The directions for forwarding all five cars of 
steel were the same save that three of them 
bore a cabalistic sign reading ‘‘Via B. R. C.” 
so that when they reached the end of the road 
from the East they were quickly transferred 
to the beginning of the road to the West be- 
tween the rising and setting of the sun. The 
other two cars were “‘delivered direct” and the 
sun set twice ere they started on their journey 
from the place where all roads end and begin 


to ‘‘somewhere in the Northwest.” 


The moral of this tale is plain: If you want 
your shipments to make the journey between 
the rising and setting of the sun at the place 


where all roads end, just add “Via B.R. C.” 


to your routing instructions and ’tis done. 


The Belt Railway Company of Chicago 
FRANK A. SPINK, Traffic Manager 


229 Dearborn Station, CHICAGO, ILL. 
TELEPHONE : HARRISON 3690 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers , Ete. 








SHREVEPORT, LOUISIANA 
Caddo Transfer & Warehouse Co. Inc. 


Special attention given to merchandise stock storage 
accounts. Carloads for distribution, less carloads for 
City Delivery. Reshipments and forwarding by Express 
or Parcel Post. 


TWO LARGE W'AREHOUSES ON RAILROAD TRACKS. 


Jenkins Express 
COLUMBIA, S. C. 


The Geographical Center of Its State. Four Railway 
Systems, River Transportation. 


Equipped for general storage, bonded storage, distribu- 
tion, forwarding. Motor truck transfer. Private side 
track connecting all lines. 








Western Transfer and Storage Co. 


616 to 522 San Francisco St. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 


DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 


Cut Rate Package Car Service from Seaboard Territory. 





EDGAR’S SUGAR HOUSE, Inc. 


620-5682 LAFAYETTD BLVD. 
DETROIT, MICH. 

Bight fireproof warehouses on tracks of principal rail- 
roads. The only two fireproof warehouses on the river 
front. Lowest insurance rates in the city. Twelve auto 
trucks for delivery. Write for further particulars. 





Buffalo Storage & Carting Co. 


350 Seneca St., Buffalo, N. Y. 
Storage, Transfer and Forwarding 


Warehouse va New York Central Tracks 





PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


474 Glisan St. Established in 1868 
GENERAL TRANSFER AND STORAGE BUSINESS 
Special attention given to merchandise stock stor- 
age accounts, carloads for distribution, less car- 
loads for city delivery, reshipment and reforward- 
ing. by express or parcel post. Own and operate 

two class A warehouses on terminal tracks. 
No Switching Charges on Carload Shipments 


TOLEDO, OHIO 


STORAGE—FORWARDERS— DISTRIBUTORS 


The best distributing point for northwestern Ohio, and In- 

track connection with each of the railroads, 
12 interurban and five passenger steamship lines entering Toledo. No 
switching charges on car lots, either in or out. 


The Toledo Warehouse Co. 
Solicited. 1808-19 La Grange 8t. 
Members American and Interstate Warehousemen’s Associations. 
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Albany Terminal Warehouse Co. 


_ 10 TIVOLI ST., ALBANY, N. Y. 

Storage, transferring and forwarding. Direct railroad 
connections, all railroads. Also buildings suitable for 
branches, to let in whole or part. Members of American 
Chain of Warehouses and American Warehousemen’s 


‘ Association. 


LINCOLN, NEB. 


Best Distribution Point in the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars set to our warehouses without charge. 

GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
ervice—the foundation of our success. 
CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 





ST. JOSEPH TRANSFER CO. 
. “ PONY EXPRESS” 
8ST. JOSEPH - . - MO. 


MERCHANDISD STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 





CHICAGO— 
Chicago Storage & Transfer Co. (Not Inc.) 


5851-61 WEST 65TH STREET 
Excellent facilities for shipping L. C. L. lots without 
e. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. P 
INSURANCE RATE SEVENTEEN CENTS. 








Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 





MILWAUKEE 


The Union Transfer Co. 


107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING 
AGENTS 
CARLOAD DISTRIBUTORS 
The Best Equipped Transfer Company in the City 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warenousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- 
est Insurance Rate in City. 

GALVESTON, TEXAS 
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EXPORT SPECIALISTS 


THROUGH RATES 
MARINE INSURANCE 


LEAVE IT ALL TO US < War Risk 


CONSULAR ARRANGEMENTS 


COLLECTIONS 





Completely Covering Shipments by 
RAIL and OCEAN 
to All Parts of the World. 


JUDSON FREIGHT FORWARDING CO. 


Home Offices: CHICAGO NEW YORK BOSTON PITTSBURG ST.LOUIS LOS ANGELES SAN FRANCISCO 
Foreign Agencies in All Principal Cities and Ports in Europe, Asia, Africas, Australasia, China, Japan, South America, Philippine Islands, ete. 


Security’ 'Warehouse Company 
MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 


Space. 
Motor Truck delivery in Minneapolis and St. Paul 





D. A.{MORR TRANSFER AND STORAGE CO. 


KANSAS CITY, MO. 
2114-2120 Central Street 
RANSFER, MERCHANDISHD pin ge | FORWARD- 
ING, DISTRIBUTION AND CITY D ELIVERIES. 
Direct Connections With All Ralliroads, Fireproof Storage, 
Sprinkler System. 








Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 


CHICAGO 
Jos. Stockton Transfer Co. 


536 The Rookery Bullding 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 





PITTSBURGH, PA. 


FIREPROOF AND NON-FIREPROOF WAREHOUSES 
PENNSYLVANIA SIDING LOWEST INSURANCE 
Write us about storage or distributing 
HAUGH & KEENAN STORAGE & TRANSFER CO. 





Central Warehouse Co. 
Storage—Forwarding 


Trackage Coanection with all railroads entering the 
Twin Cities. 


Minnesota Transfer, Minn. 


PHILADELPHIA, PA. 


BEST DISTRIBUTING POINT IN THE EAS) 
Railroad Sidings, Penna. R. R. and Phila. & Reading 
Expcrienced in giving Best Warehouse Service 
SCOTT PAPER CO. WAREHOUSE 
Cc. R. CLEMENTS, Manager 





Trackage, Capacity 18 cars a day. Very low insurance 





Omaha Fireproof Storage Co. 


806-18 SOUTH 16TH ST., OMAHA, NEB. 


EIGHT AND ONE-HALF ACRBS FLOOR SPACB 
NSURANCE RATD 20 CENTS 

TRACKAGE "SPACE 10 CARS. G TEAMING 

AND AUTO SERVICE. 





Savannah Bonded Warehouse & Transfer Co. 


SAVANNAH, GEORGIA 
GENERAL STORAGE—RE- COS ae 
ING—FORWARDING—PROMPT AND FICIENT 
SERVICE—EXCEPTIONAL PACILITIES — 
CUSTOM HOUSE BROKERS . 
Members American Chain of Warehouses 
Members American Warehousemen’s Association 





Louisville Public Warehouse Co., Inc. 
LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 
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F’ you want absolutely be. 


pendable advance information 

concerning proposed changes, not only in 
your freight rates, but also those of your com- 
petitors in other cities, there 1s just one way to 
get it and that is by regularly watching for 
atin The Traffic Bulletin. 


Our tariff abstracters gather this data 


directly from the file rooms of the Interstate Commerce Com- 
mission every working day in the year and we are thus able to pass it on to our readers from 
two to four weeks before the changes become effective. 


Not only do we give this information to 


our readers 52 weeks in the year, but we also advise them in 
the same authentic way about the Commission’s tariff rejections and suspensions as well as 
its fourth section orders. 


Tf you are keeping a tariff file you must 
keep it up-to-date or zt 7s worthless. It will be easily kept 
up-to-date if you use The Traffic Bulletin, and it will be a practical impossibility if 
you do not. 


Samples and full information will be sent 
free upon request. 


a 
The Traffic Service Bureau 


Pablishers The Traffic World . 


418 South Market Street 
Chicago, Ill. 
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